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Mr. Attwill’s Objection to Some Forms 
of Regulation Appears Reasonable 


HE high-water mark of the 1922 Bluff Point meet- 
ing of the New York Association was reached while 


_ Hon. Henry C. Attwill, chairman of the Massachusetts 


Department of Public Utilities, was explaining to the 
kanqueters in the evening what he thinks of the inter- 
re'ation between the utilities and the public. He be- 
lieves that there should be as little interference as 
fossible by a public service commission in the operation 
of a utility even in the matter of fares. The duty of 
the commission is simply to see that the utility manage- 
ment is doing a good job. Moreover, Mr. Attwill prac- 
tices what he preaches and is highly gratified when 
the Boston Elevated, the Bay State, the Worcester Con- 
solidated, or any other system in the State succeeds 
in furnishing’ good service in its community at a rea- 
sonable profit to the stockholders. 

In his address, which is abstracted elsewhere in con- 
nection with the report of the meeting, the speaker 
stigmatized as ‘‘meddlesome interference” the unneces- 
sary dabbling by commissions in utility management. 
These are strong and suggestive words. They were 
picked by the commissioner from the mass of English 
words at his disposal with a view to expressing exactly 
what he meant. While his remarks were addressed to 
electric railway men, he knew perfectly well that they 
would reach other commissioners in due course. It 
might be well for electric railway men to insure this. 
For this purpose Mr. Attwill’s philosophy of commis- 
sion regulation might be summarized as follows: 

Make sure that the utility management is capable 
and honest, and bent upon carrying out the spirit of 
its contract with the public; this assured, encourage the 
management in its efforts, insuring an appreciation on 
the part of the public of what is being done in its best 
interest; with these two points covered properly, avoid 
meddlesome interference with the operation of the 
property. 


All Work and No Play, Etc., 
But—— 


HE general od Calloway which pervades the 

gatherings of electric railway organizations, par- 
ticularly those in which the feminine element is a 
factor, is highly commendable. This very element, 
however, if overemphasized, may cause the loss of some 
excellent opportunities for discussion of pressing prob- 
lems. While the electric railways are in better condi- 
tion than they were, say a year ago, they are far from 
being on “Easy Street,” and it is safe to say that they 


need every scrap of information they can get to put 
_ them firmly on their feet. 


These remarks are prompted by the fortieth annual 


meeting of the New York Electric Railway Association, 
held at Bluff Point, Lake Champlain, this week. The 
_ meeting was one of the most delightful that the asso- 


ciation has held in its long and creditable history. It 
came at the end of a strenuous year’s work, mostly 
done by committees. It furnished the recreational ele- 
ment lacking in the more serious quarterly meetings, 
held during the year in New York City. The features 
cf the business session were carried out as advertised, 
but the technical papers were read by title only or post- 
poned, and there was no discussion. This was a disap- 
pointment to a minority of those present, but an over- 
whelming majority favored the procedure. Fortunately, 
two of the advertised papers had been prepared in 
advance so that it is possible to give abstracts of them 
in connection with the report of the meeting, which 
appears elsewhere in this issue. 


Data Published This Week 
Point to Better Times 


NUMBER of indications that the electric railway 
industry is in much better condition than for a 
number of years back have been cited in these columns. 
Perhaps the most striking proof yet offered to prove 
this contention is given in the table published in the 
department of Manufactures and Markets in this 
week’s issue of this paper, giving the number of cars 
ordered by electric railway companies since the year 
began. As explained in the text accompanying this 
table, it has not been compiled in exactly the same way 
as that used in the statistical table published in the 
issue of Jan. 7. For that table the information was 
obtained directly from the railway companies them- 
selves, whereas the data in the table on page 31 are 
simply of the cars built by the leading car builders. 
For this reason, this week’s table does not include cars 
built in railway shops or those ordered from the 
smaller local car builders. Nevertheless, the total for 
the last six months is considerably in excess of the num- 
ber given in the table covering the entire year of 1921. 
A closer examination of the table shows that these 
car orders are pretty well scattered over the country 
and that they are made up of comparatively small 
orders. The largest order in the list is for 100 cars, 
and there is only one of these. There are two orders of 
ninety-five cars, one of seventy-five and one of fifty-two. 
All of the other orders are for fifty cars or less. This 
also indicates the feeling is general that the time has 
come when the financial condition of the companies, as 
well as the prices of cars, warrants the placing of 
orders. It should be noted that two or three large pend- 
ing orders, such as that of the Interborough Rapid 
Transit Company for 100 cars and of the Detroit 
Municipal Railway for the same number of cars, are 
not included in this list because these orders have not 
yet been placed. These will help to swell the list of car 
orders during the latter half of the year. 
Another significant group of figures which show the 
improved status of electric railways is the sixteen 
months figures given in the Financial and Corporate 
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department of this issue. These figures represent the 
combined statistics of some eighty-one electric railway 
properties whose monthly earnings are corrected and 
compiled by the statistician of the American Electric 
Railway Association. While they indicate that the gross 
business being done by the electric railways is not 
increasing, as is hardly to be expected in these times, 
the operating ratio is decreasing. This means a larger 
net return. It is undoubtedly the better financial condi- 
tion of the electric railways which has been established 
by these greater net earnings which has given the 
companies the additional credit which they have needed 
for the purchase of cars. 

These and other indications prove that the industry 
is beginning to flourish again in spite of all the handi- 
caps of the past and present. 


It Can 

Be Done! 

HO says that all this talk about “selling trans- 

portation” is futile? It is being done! The 
pages of this and other papers have been carrying many 
interesting reports of late of successful publicity plans, 
weekly pass schemes, courtesy campaigns and other 
business-like merchandising methods adopted by the 
more progressive protagonists of selling transportation. 
Even the daily newspapers, ever critical and suspicious 
of public utility propaganda, recognize the new era. 

Only the other day no less an authority than the New 
York Herald carried a half column editorial entitled 
“Transportation Salesmen,” commenting favorably on 
the good work of the Eastern Massachusetts Street Rail- 
way and the Fifth Avenue Coach Company. These two 
originators have made a specialty of carefully training 
their platform employees who are in direct contact with 
the traveling public. These men are the logical candi- 
dates for salesmen. They are beginning to appreciate 
the fact that their own self-interest demands something 
more than just putting in their time. If any one doubts 
that the efforts of the Eastern Massachusetts company 
are bearing fruit, let the doubter take a few rides on 
the street cars of this Bay State road and note the 
more friendly attitude of the men toward passengers 
who ask questions, watch the accurate timing of cars 
on schedules and other evidences of good service. 

Speaking of these things the New York Herald, in a 
recent issue, said: 

The sales idea brings home to the employee conciousness of 
his direct personal interest in increasing sales and in devel- 
oping good will among purchasers. With every street car 
that competition puts out of business jobs are canceled. 
With every advance competition makes the hold on remain- 
ing jobs becomes more precarious. If the market, and with 
it the jobs, are to be held the goods delivered must be kept 
abreast with competition standards. 

Although it may have been painful in many cases, 
perhaps this era of growing competition from jitneys, 
pleasure automobiles, and even walking, may prove to 
have been an evil not entirely unmixed with good. If 
it brings home to the railway man, whether he sits at 
an executive desk or collects fares on the end of a, trol- 
ley car, a keener realization of his responsibility to the 
public for more efficient, economical, prompt and cour- 
teous service, it may yet prove to be the means of 
bringing the electric railway transportation industry 
back to its rightful place in popular esteem. 


Restoration of credit with the riding public must - 


precede restoration of credit with the investing public. 
The news of the day shows that “it can be done.” 


A Payment of $250 Increases 
the Interest from 4 to 6 per Cent 


ONEY rates are coming down. Refunding oper- 

ations are the order of the day. The 7 and 8 
per cent short-term issues are being called in and 
replaced by long-term bonds at prevailing rates. These 
operations are being carried out mostly among the 
industrial issues, but not entirely so. The investor who 
placed his funds in a callable bond can get such measure 
of satisfaction as is possible out of his calculation of 
the saving to the corporation by the replacement of a 
7 or 8 per cent issue with a 5% or 6 per cent issue, but 
the pleasure is nearly all the corporation’s, while the 
problem of disposing of his returned funds in the 
changed market is all the investor’s. 

It is very often a nice question to decide what shall 
be done in a refunding operation, but it is usually a 
comparatively simple one to settle. Not so, however, 
was the poser placed before investors by the United 
Railways & Electric Company of Baltimore. The 
proposal of that company set statisticians, bond men 
and investors to figuring. The railway made an offer 
to the holders of its first mortgage 4 per cent bonds 
due in 1949, wherein by the payment of $250 on each 
$1,000 bond the holder had the ‘privilege of exchanging 
his 4 per cent bond for another bond of precisely the 
same issue but bearing interest at the rate of 6 per cent. 

In April the company financed its maturing require- 
ments by the issue of $6,000,000 first consolidated 
mortgage bonds bearing 6 per cent interest. These 
bonds are exactly the same as the first consolidated mort- 
gage 4 per cent bonds except that coupons are added, 
representing the additional 2 per cent per annum, 
After the bonds bearing 6 per cent interest were sold 
thee additional requirements of the company for the 
time being were small in amount; therefore, the recent 
tender of the company was limited to 40 per cent of 
the outstanding 4 per cent honds. There are $26,450,000 
of these bonds listed on the Baltimore Stock Exchange. 
With 40 per cent of them deposited under the plan 
the company would receive $2,645,000. 

One of the banking -houses which urged deposit 
of the securities said that while it was true that the 
company would benefit by such an arrangement it 
was also true that the company was receiving funds 
which in due process of time it would not have to 
repay. It was further true that these funds would cost 
the railway company, according to actuarial figures, 
about 62 per cent over a period of twenty-seven years, 
and that while the investor would get 8 per cent on 
his additional payment, he would eventually twenty- 
seven years hence lose the extra sum he had been asked 
to pay in. The opinion of this expert was that by 
assenting to the plan the bondholder benefits equally 
with the company, and possibly gains more. . 

There are a number of other angles to the problem. 
One of them is the fact that the opportunity for enhance- 
ment in value of a 6 per cent bond was far better than 
that of a 4 per cent bond. This consideration would 
weigh particularly with the bondholder who had pur- 
chased at 75—either slightly more or slightly less. The 
company was ordered by the Public Service Commission 
to prorate the depositing bonds if more than 40 per cent 
were tendered for conversion. Altogether the problem 
presents a number of aspects which are quite different 
from those which have to be considered in the usual 
refunding operation. 
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A “FLY-BoAt” oR “BATEAU MOUCHE” ON THE SEINE, OPERATED BY THE UNIFIED TRANSPORTATION SYSTEM 


Paris Popularizes Transportation 


Under Unified System Urban and Suburban Trolley Lines and Omnibuses as Well as 
Seine Steamers Are Being Operated in Co-ordination 
to Give Best Possible Service 


TREET car travel in France, taking the franc at 

pre-war exchange, has become very expensive of 

late, or about 11 cents for the average three or 
four-mile trip within the city walls. In terms of 
American money at current rates, however, it is about 
half of this sum, and the fare is higher once the 
fortifications are passed. Paris surface traffic is, how- 
An effort’ is -being made to 
extend this surface traffic by feeders to the near-by 
countryside. 

Recently the Department of the Seine purcHased the 
systems operated by the six principal tramway com- 
panies in Paris (Compagnie générale des. Omnibus de 
Paris, Compagnie des Tramways de Paris et du 
département de la Seine, Compagnie des Tramways de 
lEst-Parisien, Compagnie des Chemins de fer Nogen- 
tais, Compagnie - générale Parisienne de Tramways, 
Compagnie électrique des Tramways de la Rive gauche), 
as well as the omnibus system belonging to the 
_ Compagnie . générale des Omnibus de Paris. This 
aggregation now constitutes a single system, called 
since Jan. 1, 1921, the Société des Transports en 
~ Commun de la Region parisienne. The same company 
also took over in 1921 the boat service on the Seine, 
which had been suspended during the war. -The boats 
are rapidly being put back into condition. There has 
also been incorporated in the system, since Jan. 1, 
1922, the Chemin de fer du Bois du Boulogne, purchased 
in 1921 by the department. There now remain outside 
the T.C.R.P. system only the following lines: 

The Tramways de |’Ouest-Parisien, operated by a 
receiver, appointed by the court, the concessionaire 
company having abandoned its operation in 1918. The 
status of this system still remains to be determined. 

The railway line between Paris and Arpajon, oper- 
ated by an independent company. The purchase of this 


line, decided on in December, 1921, is subject to 
approval of the Conseil d’Etat. 

The departmental railways de Grande-Banlieue (Seine 
and Seine-et-Oise), which, however, are to be turned 
over by the Department of the Seine-et-Oise to the 
Department of the Seine. _ 

These different systems will be incorporated in the 
T.C.R. P. system, subject to the indispensable admin- 


istrative approval. 
System Is OF GREAT MAGNITUDE 


The new company is of impressive proportions, as 
well from the point of view of the capital involved as 
for the number of services operated and the number 
of employees. The value of the investment at pre-war 
figures of over 450,000,000 francs may be considered to- 
day, in view of present-day costs and values, as having 
been increased to 1,200,000,000 to 1,400,000,000. francs. 
In view also of the proposed rehabilitation and additions 
of material, equipment and rolling stock this will soon be 
still further increased. Various improvements are 
under. way which will require the expenditure of 
400,000,000 francs more, of which more than 100,000,000 
francs was expended during the past year. 

The combined system has five omnibus garages and 
twenty-five carhouses. The first cover a total ground 
area of 18.8 acres and the second of 73 acres, about 
one-half of these carhouses being of recent construc- 
tion and equipment. There are thirty-five electric 
substations, the most important containing also the 
administrative offices of the company. 

For the construction, repair and upkeep of cars the 
company has a central repair shop occupying 19 acres, 
with departments as follows:’ Wood-working and body 
shop, wood storage depot, general machine shop, elec- 
trical wiring shop, erecting shop, electrical appliance 
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TYPICAL DOUBLE-TRUCK TRAIL CAR, PARIS 


shop, paint shop and mechanical and chemical labora- 
tory. All of these installations are fitted with modern 
machinery. 

In addition there are four shops devoted to roadbed 
and other departments. 

The length of track in operation is 621.4 miles. Of 
this mileage 93.21 miles has underground contact line 
and 528.2 miles has trolley contact. 

The rolling stock is divided thus: Motor cars, 1,762; 
trailers, 832, and motor omnibuses, 1,050. Rolling stock 
under construction includes: Motor cars, 550; trail- 


ers, 300; motor omnibuses (four-wheel), 265; (six- 
wheel), 50; trackless trolley omnibuses, 6. 
ELEVATION AND SEATING PLAN OF Motor CAR 
Capacity, for first-class passengers, fourteen seats; second 
class, sixteen seats, nineteen standing places; total, 49. Weight, 


empty 32,700 lb., loaded 40,200 Ib.; per passenger, 667 lb. dead 
weight. 
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ELEVATION AND SEATING PLAN OF TRAILER 
Capacity twenty-four seated and forty-five standing passengers, 


total sixty-nine, all second class. Weight, empty 18,500 


Ib., 
loaded 28,700 lb.; per passenger, 269 lb. dead weight. 


The consumption of gasoline by automobile omni- 
buses per day is 15,852 -gal. and the total energy 
consumption by electric cars is 200,000 kw.-hr. per day. 


PARIS TRANSPORTATION FACILITIES INADEQUATE 


Today, in spite of the half dozen lines of underground 
railway in the metropolitan district of Paris and the 
Belt Line Railway, which encircles the city along the 
old fortifications, omnibuses and street cars are full to 
overflowing. By the recent consolidation it has been 
possible te rearrange the lines to improve operating 
conditions and service at the same time. The prac- 
tice was tried of charging higher fares in certain 
“luxury” neighborhoods, but this was not a success. 


A SINGLE-TRUCK Motor CAR OF 


THE PARIS 


UNIFIED SYSTEM 


July 1, 1922 


The same is true 
of fares of a 
franc or more 
from midnight 
on. The 1,050 
omnibuses run 
on forty-two 
definite routes 
inside the city 
limits of Paris, 
and two supple- 
mentary lines 
are about to be 
put into service. 
The omnibuses 
do not now go 
outside the for- 
tifications, but 
there are certain 
lines which are about to be extended into the suburbs. 

Under the unified system it is possible to travel 
from Saint Germain and Versailles to the west of 
Paris, to Gourney and Montfermeil on the east, a 
distance of 22 miles. Another line runs from 
Montmorency and Pierrefitte to the north of Paris to 
Villejuif on the south, 17 miles or more. A change 
of cars in each case is necessary in the heart of Paris. 

The river equipment was acquired from the old 
Bateaux Omnibus Company and included sixty-three 
boats, of which eighteen have been rehabilitated and 
are now in service between Maisons-Alfort above 
Paris and Auteil at the down-river limits. As this is 
written the service is about to be extended to Suresnes. 

The latest figures available showing the data for a 
year’s operation are given in the accompanying table. 


Six orf THESE TROLLEY Buses ARE USED 
IN THE SUBURBS OF PARIS 


DATA FOR ONE YEAR FOR PARIS UNIFIED 
TRANSPORTATION SYSTEM 
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Tramways......... 53,000,000 $16,500,000 31.1 613,360,254 2.69 11.6 
Omnibuses........ 21,250,000 7,580,000 34.6 245,802,430 3.09 11.2 
Seine boats. ....... 64,500 24,400 37.8 485,401 5.2 7.78 


NOTE—Exchange in this table is taken at 9.2 cents per franc. 


These figures worked out on a daily basis show that 
the motor omnibuses ran 60,000 miles per day and the 
tramcars 145,000 miles per day.’ The average number 
of passengers per day was 2,355,000, equivalent to 
practically 80 per cent of the entire Parisian popula- 
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tion. The daily receipts were $69,000. The number of 
seats available is about 3,000,000 per day. 

The entire services of the T.C.R.P. are under the 
direction of the president of a Council of Administra- 
tion, M. Andre Mariage, assisted by a general secre- 
tary, a general manager of operation and a general 
manager of finance. 

The personnel of the T.C. R. P. comprises a total of 
28,000 persons, of which 6,500 are conductors and 
5,500 are motormen. 


Map Shows Power Stations and 
Transmission Lines 


NEW MAP of Virginia on a scale of 1:500,000, 

showing the location of the power stations and 
transmission lines used in public service and the names 
of the public utility companies, has just been published 
by the United States Geological Survey, Department of 
the Interior. 

This map is one of the series of state power maps now 
being published by the Geological Survey. Maps have 
already been completed of New York, Pennsylvania, 
Massachusetts, Rhode Island, Connecticut, Maryland, 
Delaware, District of Columbia, Vermont, New Hamp- 
shire and New Jersey, and maps of Indiana, Maine and 
West Virginia are being prepared for publication. The 
maps available for distribution may be purchased from 
the Director of the United States Geological Survey. 

These maps will be valuable to those who are inter- 
ested in the interconnection of power plants, to manufac- 
turers and many others. 


Large Traffic Records at Sydney 


FEATURE of the traffic at Sydney, New South 

Wales, is the business which comes for two weeks 
during the Easter period in carrying passengers to the 
racecourse and to the agricultural show grounds. 
There are meetings at the racetrack for four of these 
days and a special exhibit at the agricultural grounds 
for nine days. During the two weeks period this year 
the tramway system carried 13,075,925 passengers, the 
largest number ever carried and an increase of 187,286 
over 1921. The fare to the racecourse is-2s. 3d. (54 
cents) round trip, including 1s. ld. entrance to the 
course, and to the agricultural show grounds it is 6d. 
(12 cents) round trip. The ordinary fare on the cars 
passing these places is 3d. (6 cents) each way. The 
system ‘has 1,200 passenger cars available for this spe- 


‘cial service and also the ordinary city service, which of 


course has to be maintained during this period. 


Motor OMNIBUSES OPERATED IN PARIS. 
Avr RIGHT, SIX-WHEEL Bus, ONE OF A FLEET OF FIFTY 


Av Lerr. Four-WHEEL Bus USING MIXTURE OF BENZOLE AND GASOLINE. 
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Power Plant Log Sheet Used at Hot Springs, Ark. 


APPARATUS IN OPERATION 


Note below in proper Line All 
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Interruption in the Operation Thereof. 
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This log sheet is-used by the Citizens 
Electric Company, which furnishes 
power to the Hot Springs Street Rail- 
way, and by the other power com- 


panies controlled by the Federal Light 
& Traction Company. All of the data 
called for are entered on this blank 
and a copy of the sheet for each day 


is sent to the holding company in New 
York. The form makes a very com- 
plete one-sheet’ log. The sheet meas- 
ures 133 x 183 in. 
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The Napa Valley Route 


The San Francisco, Napa & Calistoga Railway Is a Successful Single-Phase 
California Electric System—In Connection with a Boat Line 
It Offers Through Service to San Francisco 


HE San Francisco, Napa & Cal- 
istoga Railway operates 46.52 
miles of electrified standard- 
gage track between the cities of Val- 
lejo and Calistoga, Cal., in the Napa 
Valley, which is rich in agricultural 
and other natural resources. The 
southern terminal, Vallejo, is‘on the 
northern shore of San Francisco Bay, 
opposite the United States Navy 
Yard at Mare Island, the largest 
naval station on the Pacific Coast. At 
_ Vallejo, the railway company, under 
a long-term agreement with the Mon- 
ticello Steamship Company, transfers 
passengers for San Francisco and 
points south to and from twenty 
trains daily. This is the quickest 
and most convenient service available 
to the traveling public in this territory. This is appre- 
ciated by the patrons of the road as is evidenced by the 
fact that although paralleled by a new state highway 
the full length of the route no material effects have 
been noticed in a reduction in passenger traffic. 

The Mare Island Navy Yard, during the war, em- 
ployed 9,000 people. Although somewhat reduced in 
activity at the present time, special commuters’ trains 
are operated for those residing in Napa and other 
points along the line. The location of the line is shown 
on the map. The line from Vallejo. to Napa was built 
in 1905. It was extended to St. Helena in 1908 and 
completed to Calistoga in 1912. The general office, 
shops and power house are located at Napa. 

Trains consist of two to four cars, motors and trail- 
ers operated in multiple-unit trains. The power supply 
taken by the pantograph with steel slider from the No. 
000 grooved overhead conductor is single phase, twenty- 
five cycle, 3,300 volts alternating current. The power 
is supplied at Napa by the Great Western Power Com- 
pany at 2,300 volts, three phase, sixty cycles, to induc- 
tion motor-generator sets and changed to single-phase, 
25 cycles, 6,600 volts. 

In the power station are one 800-kw. and two 400-kw. 
units. Transformers of 500 kva. capacity are located 


TYPICAL PASSENGER TRAIN OF MoTOR AND TRAILER EQUIPPED WITH Four 100-Hp. Morors 


without attendance at Vallejo, 143 miles distant, and at 
Rutherford, 15 miles distant. A similar transformer is 
located at Napa. Circuit breakers located at mid-points 
sectionalize the line so that section protection is 
afforded. The distribution system is shown in an 
accompanying illustration. 

Recent records of power consumption show an aver- 
age input of 102.4 watt-hours per ton-mile and aver- 
age output of 64.8 watt-hours per ton-mile at the 
station, indicating a station efficiency of 63.3. The 
average power cost based upon the 1.06 cents per kilo- 
watt-hour rate at the power supply busbar was for the 
same period 5.52 cents per car-mile of passenger serv- 
ice, which comprises most of the traffic. 

The average cost of maintaining the No. 0000 feeders, 
No. 000 trolley, catenary suspension, poles, bonding, 
including labor and material, for the years 1915 to 
1920 inclusive, was $68.60 per mile per year. This is 
an especially good record when the effects of the salt 
fog and marine climate are considered. No trouble 
is experienced from sleet or snow. 

The rolling equipment consists of ten combination 
baggage and passenger motor cars, five trailers, two 
freight and express motor cars, one locomotive, one 
motor service car and twenty-two freight cars. 


TYPICAL OVERHEAD AND TRACK CONSTRUCTION ON THE New CuTOFF ACROSS THE VALLEJO MARSH 
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Four 100-Hp. Motors 


Firty-Ton LOCOMOTIVE EQUIPPED WITH 


The standard passenger motor car is 56 ft. over all, 
seats fifty-four passengers and weighs 47 tons. The 
electrical equipment consists of four Westinghouse 
132-A motors, 100 hp. each, with H.B. double-end 
control, capable of operating with one trailer at a speed 
of 50 to 55 m.p.h. The average cost of maintaining 
these passenger motor cars for the years 1915 to 1920 
inclusive, I. C. C. accounts 30 and 33, was 2.83 cents 
per car-mile. The electrical equipment cost average 
for the same period was 1.12 cents per car-mile. These 
costs are shown by years in an accompanying table. 


TABLE GIVING THE COST OF MAINTENANCE OF EQUIP- 
MENT, PASSENGER MOTOR CARS, IN CENTS 
PER CAR-MILE 


I. C. C. Account 33 [6.6% Total 
Year Electrical Equipment Bodies and Trucks Cost 
1915 1,29 1.45 2.74 
1916 Lala 1.96 3.07 
1917 0.76 t 72, 2.48 
1918 1.09 1.84 2.93 
1919 1.26 1.4] 2.67 
1920 1.12 1.71 2.83 


It has been necessary to purchase but two complete 
sets of armature coils for the forty 132-A motors since 
1908, all necessary repairs being made in the company’s 
shops. The motor cars have averaged about 500,000 
miles each since being put in service. 

To expedite freight movement to the Mare Island 
Navy Yard, a causeway was built by the U. S. govern- 
ment between Mare Island and Vallejo. To connect 
with this, the San Francisco, Napa & Calistoga Railway 
and the Sacramento Northern Railroad built a 3,000-ft. 
extension from North Vallejo connecting exclusively 
with the tracks on the causeway. This extension was 
electrified, as was also 6,000 ft. of terminal trackage 
on the island. 

To receive cars from the transcontinental railroads 
a seventy-five car transfer yard was put in at Napa 
Junction with the Southern Pacific. To move the 


DISTRIBUTION SYSTEM SHOWING 
LocATION OF SUBSTATIONS AND 
CIRCUIT BREAKERS 


‘ 


3300-Volt, Iphase , transmission line 


freight, a 50-ton loco- 
motive was designed 
and constructed in 
the company shops. 
This is equipped 
with H.B. control 
and four Westing- 
house 132-A, 109-hp. Sonta Rosa “peRutherford 
motors. One or more 2M Oakville 

round trips are made 
over the 7-mile dis- 
tance as may be nec- 
essary. This service 
was inaugurated on - 
Sept. 20,1920. Tests 
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Stage connections to 
Lake County resorts 
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oPetaluma 
show that the loco- : = 
motive averages 32.8 . oNapa Jct. 
watt-hours of energy 
per ton-mile. moved WY) Sk 
at the locomotive. vile PABLON. 


During 1921 a 
5,200-ft. cutoff was 
constructed north of 
Vallejo, resulting in 
the elimination of 53 
deg. of curvature. 
This track was rock 
ballasted and 75-lb. 
A. 8. C. E. standard 
rail, continuous 
joints and bonds on 
both rails were used. 
The overhead trolley 
is of latest catenary 
construction, the 
conductor being 22 
ft. above the rail. 

In the general manager’s office a Type M graphic © 
wattmeter, 3,000 volts, 800 amp., 2,400 kw., with a 
curve sheet 2 in. per hour, is installed for checking power 
consumption. With this device it is possible to tell to the 
minute when trains leave the terminals and how they are 
handled by the engineers. 

Six through trains are run each way from Vallejo 
to Calistoga and three additional trains each way be- 
tween Vallejo and Napa. In addition there is a local 
service between Napa and Napa Heights, a thirteen- 
minute run. j 

Statistics for the year 1920 follow: 661,000 revenue 
passengers were hauled; the passenger car mileage was 
367,000; the freight car mileage was 119,000; the pas- 
senger revenue was $298,184, with an average fare per 
passenger of 45.2 cents; the. total operating revenues 
were $345,812; the operating revenue per car-mile was 
71.19 cents; the operating expenses per car-mile were 
40.1 cents; the operating ratio was 56.25. j 
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Chinese Cities to Have Electric 
Railways 


Tardy Development of Transportation Systems in the Far 
East Republic Is Due to the Social as Well as the 
Economic Conditions of the Country 


ITH the exception of the international settle- 


ments, such as Shanghai, Tientsin and Hankow,' 


there is no city in China which has electric tramway 
service. In the settlements mentioned the tramway 
services have been inaugurated by foreign companies 
in connection with their municipal concessions. The 
present condition exists in spite of the fact that there 
are many native cities in China estimated to have a 
population in excess of a million and the layout of which 
appears to be favorable to tramway service. 

The greatest single obstacle to the development of 
street car service in China is said to be the rikisha 
coolies, who might be called a national institution. 
These men furnish the popular transportation by means 
of the two-wheel vehicle known as the jinrikisha. . 


THE SITUATION IN PEKING 


Although Peking, the capital of China, has an esti- 
mated population of 2,000,000, including a large foreign 
population, the installation of a tramway has been pre- 
vented largely due to the opposition of the jinrikisha 
men, who are estimated to number 30,000. A French 
company has finally succeeded, however, in securing a 
franchise, in co-operation with Chinese, for a tramway 
_ system in Peking. The municipality has overcome 
opposition by furnishing municipal shops in which the 
jinrikisha coolies will be trained free in mechanical 
trades. 

The last setback to the execution of the tramway plan 
was the failure of the Banque Industrielle de Chine, a 
French bank, which was backing the proposition. When 
the bank advertised the tramway stock for sale, the 
issue was immediately oversubscribed, but the bank soon 
after went into the hands of a receiver. Chinese inter- 
ests have now succeeded in swinging the proposition, 
and specifications have been isued for the equipment. 
According to present hopes the tramway will be a fact 
within a year. 

The Peking tramway system will draw its power from 
a new power plant to contain one 1,800-kva. and two 
900-kva. turbo-generators, equipped with modern aux- 
iliaries. Steam will be furnished by Babcock & Wilcox 
boilers, with superheaters and economizers. The stok- 
ers will be of the chain-grate type, also B. & W. make. 
As the water available is liable to form scale, a special 
evaporator plant will be installed to insure a supply of 
make-up water of pure quality. 

There will be at the outset two rotary converter sub- 
stations, with rotaries of 225-kw. and 375-kw. capacity, 
drawing power from the central station at 5,250 volts, 
three-phase, 50 cycles. 

The line to be equipped now will be single track and 
its length nearly 25 miles. It will be of one meter 
(3 ft. 3.4 in.) gage. The rails will be of the grooved 
type, weighing 90 lb. per yard. The entire line will 
be single track, with forty-six turnouts. 

The initial rolling stock will comprise sixty motor 
ears of the single-truck type. These will be 29 ft. 6 in. 
long and 6 ft. 6 in. wide, and will have each a seating 
capacity of sixteen second-class and eight first-class 
passengers. Each car will be equipped with two 25-hp. 


motors and will be geared for a free running speed of 
10.5 m.p.h. The company has a tender also for thirty 
3%-ton trailers. 

The tramway system will be supplied with the neces- 
sary shops for maintenance work. 


HARBIN WILL HAVE A TRAMWAY ALSO 


The second large city in China which has prepared 
specifications and invited bids for a tramway system 
is Harbin. The company is Chinese and a Russian engi- 
neer is engaged on the details. 

Harbin is made up of three sections, the Chinese city, 
the Russian city and the “new city,” separated by con- 
siderable distances. The tramway will furnish much 
needed transportation from one part of the city to the 
other. 

Harbin will also have a special tramway power plant, 
comprising two 2,500-kw., 6,000-volt turbo-generators, 
with the usual auxiliaries. Babcock & Wilcox boiler- 
plant equipment will be used here also. 

One substation will be located in “New Town” and 
the other in the Russian city, while the central station 
will be in the Chinese city. Each substation will con- 
tain two 500-kw. rotary converters with the usual trans- 
formers and other accessories. 

There will be in Harbin 8 miles of single track, 
with forty sidings, and meter gage will be used as in 
Peking. The initial equipment comprises ten forty- 
passenger motor cars and twenty trailers. 


THE PROPOSED TSINANFU TRAMWAY 


The third tramway proposition in North China has 
not yet reached the advanced stage of the two men- 
tioned, but definite plans are in preparation for a sys- 
tem for Tsinanfu. This city is in the Province of 
Shantung and its population is about 1,000,000. 

The promoters here are meeting considerable diffi- 
culty due to the fact that the streets are very narrow. 
Practically the only street wide enough at present to 
accommodate a tramway is the main street connecting 
the railway station of the Tientsin-Pukow line with that 
of the Tsinanfu-Tsingtau line. |The present project is 
to widen the other streets to facilitate the building of 
the tramway and capital has already been subscribed 
for this purpose. 

The present plan in connection with this project is to 
secure power from a distance, the idea being to build a 
power plant at the Shantung coal mines. 

Information available leads to the conclusion that the 
equipment for the Peking and Harbin tramways will 
be supplied by American manufacturers, but the Tsi- 
nanfu contracts are likely to go to Germany on account 
of the still great German influence which is exerted in 
the Province of Shantung. 

The information on which the above article is based 
was supplied from Tientsin by S. Grossbard, industrial 
and consulting engineer, who has offices in that city 
and in Shanghai, as well as in New York City. 


In the description of the improved Thermit insert 
rail weld published in the Electric Railway Journal for 
June 3 an error occurred in the original manuscript 
in the paragraph headed “Nature of Test,’ under Test 
No. 2. In the sentence including the*words “Two 10-ft. 
square billets,” this should have read “Two 10-in. square 
billets.” 
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Aluminum Field Coils for Replacing Copper 
Save 60 per Cent Weight 


HAT is claimed to be an important step in the 
reduction of motor and car weights has lately 
been placed on the market in the form of an aluminum 
wire field coil insulated by a special process. The Lind 
aluminum field coil was manufactured in Sweden and 
Germany for nearly ten years before the war. The 


plants were closed out by the war and the manufac- 
turer, 
Kansas City. 


about a year ago, re-established himself in 
Since that time some fifty electric rail- 


How Corrs ARE WOUND WITH PAPER STRIP 
INSULATION BETWEEN LAYERS 


ways have purchased these coils. The Economy Elec- 
tric Devices Company, Chicago, has recently been made 
the general sales agent for this product, which will 
now be manufactured for general use in the electric 
railway field. 

The principal advantages claimed for this coil are 
high insulation qualities and low weight. It is easily 
possible, by renewing coils on some cars, to reduce the 
weight a ton on interurban equipment and 600 to 1,200 
lb. on city equipment. The electrical characteristics 
of the coil are identical 
with the coils which they 
replace, coil for -coil. The 
heat-carrying capacity is 
said to be higher and the 
external contours and 
dimensions and terminals 
are identical with copper 
coils. In other words, a 
copper coil may be lifted 
and an aluminum coil in- 
stalled without any 
changes in motor charac- 
teristics or any connection or circuit adjustments. 

The high insulating qualities are obtained by the 
use of square aluminum wire corresponding in carry- 
ing capacity with copper wire but insulated by a 
coating of aluminum oxide rather than by cotton. 
This is said practically to eliminate internal shorts due 
to overheating or moisture. 

The accompanying pictures show the appearance of 
a main coil for a Westinghouse 306 motor, in section 
and opened up to expose the paper insulation between 
layers. This coil is first wound of bare square alumi- 
num wire without separation between turns, but with 
the clipped paper separating each layer. The terminal 
arrangement and insulation with mica is similar to cop- 
per coils, a tinning with aluminum solder preventing 
electrolysis at the terminals. 


SECTION THROUGH ALUMI- 
NUM FIELD CoIL 


COMPARISON OF COPPER AND ALUMINUM 
FIELD COIL WEIGHTS 
-—Weight per Coil— 


Copper, Aluminum, 

Type of Coils Lb. Lb. 
"Wrakt. 306: Mian ssc <fcret- lets aos epee ei er ayes atatcte rs 423 173% 
‘We Ft. 306: Interpolea. (ji ecrscts emis eran 23 9 
"Wea Hr *5 0.6 Tay 933 nats cine Gin iecheo ne cee eae eee 11 5 
Wes, H. 506: Interpole: (yes ee ete aie eect kee 13 53 
Weis. 49) Mairi pec, scorers bora elrae ponehelniaenei es one te nee 46 21 
Weal. 123° Main 2 a). 3 sos ok owe cena e cigar 62% 223 
GRGERY 67 Main soc) te stats icceceree done tone aie near eee 103 333 
GE. 67-70-80 Main: .. certs) ciceyewscieee peeiernae 53 214 
Gack. 55 Gargern... dot Pea tee o cena epee 216 564 
Ge Bibb / Small. srsc. ene wig Merepeetaseeme note ee taco 127 32% 
GBR 8: Main... 2:5 5 sxe scekeraiel nek eee ee eee eee eae 68 28 
Greys: dbarge? 9. ., Satie eee ene eet 147 382 
GABE 73) Small. 3... nice rene eee aca aes 114 21 
GISH 200-6. Main -5\.\h2. 0 Acer a aeieeei hee eens 44 20 
Gi BE 216 Interpole,.(.2:08 aspen senses ee 25 10% 
GB 203 Main’... idsaereeseehatetdsnnee tus tact ey eerie 51% 203 
W..H. 92-A Main 5a 7h thie ob ee ba eee 64 22 
ASOT B50) oe ee teercstayee aetna Laer 69 29 
Gighs 264-A: InterpGletiiectec ate «lamba ceetreasern irate 10 43 


After being wound, the bare coil is heated and then 
immersed in the oxidizing solution. Next it is heated and 
dipped in an insulating varnish solution. Then it is 
externally wrapped with webbing, oiled bias linen, and 
again with webbing. The final treatment is dipping 
and baking in the insulating varnish. 

The manufacturer states that none of the more than 
590 coils in service in this country during the past 
year has yet had an internal failure, and there have 
been but three cases of external failure, all of which 
were due to mechanical damage of the wrapping. 


Citta bh cwEn 


Trackless Trolleys Don’t Injure Pavements 


City oF NEw YORK 
DEPARTMENT OF PLANTS AND STRUCTURES 


NEw YorRK, June 26, 1922. 
To the Editors: 

My attention has been called to an anonymous letter 
in your issue of April 29, headed, “The Ruthless Track- 
less Trolley. It is is Destroying the Roads.” 

I am sure that you will be glad to be advised that 
this is absolutely: untrue, and to print the facts. 

The letter referred to is based upon appropriations 
for paving two public streets on Staten Island over 
which this department is operating trackless trolley 
lines. Here are the facts. 

Bradley Avenue, over which. a line to Sea View 
Hospital operates, has never been paved. It is a dirt 
road surfaced with macadam. The layer of stone is 
so thin that every spring the water from the hillsides 
wells up through the roadway. The trackless trolley 
cars did not destroy this road, they merely encountered 
an annual condition incident to the spring thaws. The 
Board of Estimate has decided to lay a concrete road- 
way on Bradley Avenue. This is an improvement 
that would have been necessary without the trackless 
operation. 

Richmond Turnpike has a concrete roadway from 
Meiers Corner to Bulls Head. It was intended to con- 
tinue this concrete highway to Cartaret Ferry Terminal 
at Linoleumville long before the trackless trolley system 
was thought of. The appropriation for this work, 
therefore, is not the consequences of the trackless trolley 
operation, but I did ask to have this work hurried in 
order to provide better going for trackless trolley cars. 

This highway is one of the two arteries for automobile 
traffic crossing Staten Island to points in New Jersey 
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'and beyond and it would have to be properly paved 
whether or not there were any trackless trolley cars 
in existence. 

The city of New York has not found that “there is 
virtue in trolley tracks.” On the contrary, they are 
an obstruction. Good pavements cannot be maintained 
on highways on which trolley tracks are laid. It is 
misleading to argue that “good roads cost as much as 
good tracks.” The cost of the tracks is an added factor. 
Why make this additional and unnecessary outlay? 
The trackless system developed by this department is 
a practical economy in that it saves the entire cost of 
track censtruction, reduces the cost of maintenance of 
the pavement and makes the whole area of the pavement 
available for vehicle traffic. GROVER A. WHALEN, 

Commissioner of Plant and Structures. 


The Passenger-Density Idea of 
Service Standards 


NEw YorK, June 22, 1922. 
To the Editors: 

The difficulty of using any particular standard auto- 
matically to define good service is brought out not alone 
by the fantastic no-seat no-fare ordinances that mush- 
room occasionally, but also by regulations that have been 
most carefully thought out. As an example of the latter 
kind take Memphis, whose practices were detailed in the 
May 13 issue of the Jowrnal. There the standard of 
service is set at ‘‘not less than 0.155 nor more than 0.185 
passenger car-miles for each revenue passenger carried” 
or, stated conversely, the passenger density per car-mile 
is permitted to vary between 6.4 and 5.4. 

Naturally, this was worked out only for Memphis 
conditions as to needed frequency of service, capacity 
of car and other factors. For general acceptance it 
would certainly not do even as well as the cruder rules 
which set service standards by.defining the longest 
headways in off-peak hours and the permissible pro- 
portion of standing to seated passengers in rush hours. 
The trouble with these and other schemes is that they 
are likely to penalize a railway which discovers that 
there are ways and means of filling empty seats 
through building up off-peak travel. 

The passenger car-mile effect of the weekly pass in 
Youngstown is a case in point. In the weeks of Sep- 
tember, 1921, immediately preceding the pass, the rides 
per car-mile ranged between 4.90 and 5.11; by March 
and April, 1922, they had risen to 6.5. So far from 
representing a decrease in the quality of the service, 
there was actually a considerable improvement in the 
off-peak headway of certain routes through the addition 
of safety cars. What happened was this: Only 15 per 
cent more car-miles with smaller cars had been added 
to meet a 50 per cent increase in riding, but loading 
standards did not suffer because by far the greater part 
of the increased riding had come in the off-peak hours. 
While the density per car-mile indicates less service, 
the shortening of the headway really produced greater 
service. So, in this instance, recourse to the Memphis 
plan would be misleading. If the loading of electric 
railway cars was fairly consistent through all the hours 
of the day, the density plan would be self-explanatory, 
but as the loading of electric railway cars is of most 
disheartening inconsistency, we must seek supplemen- 
tary methods for judging a management’s ability as 
well as the character of its service. What better 


method can there be than its attraction of more and 
more customers at livable rates of fare? Surely, any 
demonstrated increase in traffic secured during the 
hours when people do not have to use the company’s 


_ service is pretty good proof that the people are satis- 


fied with that service. WALTER JACKSON. 


Strict Discipline Advocated by Employee 


PORTLAND, ORE., June 15, 1922. 
To the Editors: 

It seems to be a popular theory that most men 
engaged in operating trains or cars resent strict 
discipline and equipment examinations. This is a 
mistake. Judging from a twelve-year contact with 
fellow. employees on street and interurban electric 
railroads, I wish to say that the majority of the men 
believe in strict discipline and technical examinations. 
I know this because I have talked with trainmen on 
this subject in various parts of the country. 

There is a reason for this. A man working for a 
road that insists on its rules being obeyed and that also 
requires him to take technical examinations is more 
proud of his job. He feels it requires a special effort 
on his part to get and hold. this job. However, if con- 
ditions are the opposite, he rapidly gets into a rut and 
is interested only in drawing his pay for the least 
possible effort. This of course is bad for the company 
and the employee as well, and never fails to end in time © 
with the expenditure of many hard-earned dollars for 
accident claims, ete. 

Furthermore, on a road with lax discipline, where 
say 75 per cent of the men disobey certain rules fre- 
quently, it is almost impossible for the other 25 per 
cent to obey them and get the trains over the road. In 
fact, many times it is impractical and unsafe for a 
minority of men to obey the rules. I have seen serious 
accidents caused by one train crew obeying the com- 
pany’s rules and another running its train according 
to its own ideas, the conflict between the two methods 
causing the wreck. 

There are two kinds of Coane the kind applied 
by a superintendent who believes in kindness and fair- 
ness and the kind where the superintendent rules with 
a mailed fist. I believe the first method is the best; 
that is, if the superintendent does not allow his kind- 
ness to supplant firmness! 

I have always advocated strict discipline and equip- 
ment examinations, because that is the right way— 
the way that saves lives and dollars. 

GEORGE W. BOoorTH, 
{nterurban Motorman. 


Trainmen’s Guide Book 


HE Pacific Electric Railway in the intensive oper- 

ation of its 1,100 miles of interurban and local street 
car lines in four counties in southern California, in Los 
Angeles and some fifty-two surrounding cities and 
towns has just issued a new 260-page guide book con- 
taining the names and locations of stops, cross streets, 
churches, theaters, banks, parks, and all other points 
of interest on or adjacent to lines of the company. The 
book is being distributed to all conductors and agents 
to enable the furnishing of accurate information to the 
public. This guide was compiled by the passenger traffic 
department of the company under the direction of 
O. A. Smith, passenger traffic manager. 


Electric Railway Publicity 


Devoted to How to Tell the Story 


Smoothing Over the Little Things 


R. N. Hemming, Superintendent of Transportation of the 
Indiana Service Corporation, Tells How 
His Company Does It 


By FRANK H. WILLIAMS 


HEN the Indiana Service Corporation, Fort 

Wayne, Ind., gets kicks on its service or anything 
of that sort, R. N. Hemming, the superintendent of 
transportation, makes personal visits to the kickers to 
iron out the difficulties. Visits of this kind take a lot 
of time. Moreover, they appear to be an expensive 
proposition until it is realized that on practically every 
such visit a kicker is turned into a booster for the 
company. 

Recently when this corporation started its new weekly 
pass system some patrons felt they had real grievances 
when the car operators refused to give them transfers 
_ unless they asked for them at the time of paying their 
fares. 

“Of course,” said Mr. Hemming, “our side of the case 
was perfectly sound, but not all our patrons could see it. 
Before the start of the weekly pass system our car oper- 
ators had been allowed to become quite lenient in the 
matter of giving transfers. In fact, in many instances 
this leniency got to the point where at transfer points 
the operator was not only busy taking in fares, but was 
also busy giving out numerous transfers to folks who 
forgot to ask for them at the time of paying their 
fares. 

“But with the starting of the weekly pass system we 
had to stop all this. It is plainly evident that since we 
gave no transfers on passes, the operators could not be 
asked to distinguish among the passengers those who 
had come in by passes and those who had paid their 
fares in cash or tokens. So if the operators had been 
allowed to continue giving transfers after the time fares 
were paid it would have been an easy matter for per- 
sons with passes also to get transfers. 

“Consequently we issued airtight rules that no trans- 
fers were to be issued except at the exact moment of 
paying fares. 

“As the result of this ruling we got some kicks, but 
not such a great number at that. Among the kickers 
was a prominent Fort Wayne merchant who had been 
refused a transfer and who as the result of this refusal 
told us he was going to dispense with our light and 
power in his store. He declared that he had a perfectly 
legitimate kick because he had been riding on the same 
line with the same operator at the same hour of the day 
for months, the operator knew him perfectly and knew 
that he did not have a pass, but paid his fare by tokens. 

“IT went around to see this man and this is the way 
I put the proposition up to him: 

““By forgetting to get your transfer at the time of 
paying your fare you are out 7 cents, or a token. But 
if that car operator had discriminated among all the 
passengers and given you a transfer when he refused 


it to other passengers under similar circumstances it 
might have cost him $15. 

“You are a big employer of help. You realize that 
your business must be conducted in an orderly, system- 
atic manner. You know that you must have certain 
rules and regulations which must be strictly followed 
by the people you employ. If they didn’t follow these 
rules you know that your store would soon be disrupted 
and your business shot to. pieces. The same thing holds 
true with us. We’ve put this rule into effect for good 
reasons and we are enforcing it with suspension which 
means real cash to the operators. So you can see just 
why that operator refused to give you that transfer. 
It meant bread and butter to him to abide by our rules 
and not discrimination in your.favor. So you see that 
eliminates this operator and brings your kick right up 
to the company itself. 

“ ‘Now I am going to tell you just why the Indiana 
Service Corporation has been forced to make the car 
operators live up to this rule of ours of refusing to give 
transfers to people after the time they pay their fares. 


THE KICKER CONVINCED 


““T think you can plainly see that we cannot afford 
to give transfers to people who carry weekly passes. 
These passes entitle people to ride at any time, any- 
where on local lines. Consequently it costs them nothing 
to transfer from one line to another. They simply 
show their passes a second time. Suppose, now, that we 
did give transfers to people who owned passes. What 
would then happen? -These pass owners, having no use 
for the transfers themselves, might drop them on the 
street or give them to friends or relatives, thus allow- 
ing people who had paid no fares and bought no passes 
to ride on our car lines and in this way cut down our 
revenues. 

““Tf operators were allowed to give transfers after 
the time passengers had paid their fares it is evident 
that pass owners might impose on the operators—who, 
of course, couldn’t remember which passengers had paid 
cash and which hadn’t—and in this way secure trans- 
fers to which they were not entitled. 

““Now, further, I think you. will agree with us when 
we say that this rule must be enforced strictly with all 
passengers. We cannot discriminate and say that the 
rule must not be enforced against you, for instance. 
To start such discriminating would soon arouse such a 
storm of protest that all the good will we have built up 
for the company would be swept away. If you, for 
instance, should issue orders that certain of your cus- 
tomers were to be discriminated against in favor of 
others, you’d soon drive away all your other custcmers, 
wouldn’t you? You understand the point. It isn’t 
necessary to say anything more about it. 

“ “And now,’ I concluded, ‘I hope I’ve made the whole 
thing clear.’ 

““You sure have made it clear and your operators 
and your company are absolutely right about it. If I 
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forget to get my transfers at the proper time after this 


T’ll simply pay my extra 7 cents and forget it.’ 

“Of course we’ll have no further kicks from this 
individual. And, in fact, it is pretty certain that from 
being a kicker he will now become a consistent and 


- constant booster for our company, ; 


“Yhat’s the big value we find in going out and having 
personal talks with folks who kick on our rules or regu- 
lations or on our service. 
company a personality which it may never before have 
had to the kicker. The kicker may have considered the 
company merely a soul-less corporation and may never 
before have realized that the corporation is made up 
of a lot of earnest men trying to give the public gocd 
service. This makes the kicker sit up and take notice. 
And then when we go over his kick carefully and show 
him where he’s wrong or how we have changed things 
so he has no further cause for kicking, or iron out the 
difficulty in some reasonable, satisfactory way, we nearly 
always make boosters out of the kickers.” 

The company has gone even farther than this. Re- 
cently it got out a little booklet giving the schedules 
for the different lines, telling when the first and last 
cars leave the ends of the lines, how frequently the cars 
run and so on. And this booklet is just to give the 
right information to the few people who still seem to 
believe that cars are run at the caprice of the operators 
cr the executives and not on schedule. 

“Personal calls on kickers,” concluded Mr. Hemming, 
“are a splendid way of smoothing out knockers and in- 
creasing the good will of the general public for the 
corporation.” : 

Aren’t there some suggestions in all this for the 
executives of other companies? 


Meet Mr. Passerkin of Youngstown! 


HEN the Youngstown (Ohio) Municipal Railway 
decided to introduce the unlimited-ride, transfer- 


able weekly pass, Garret T. Seely, president, must have 


suggested to Frank Wert, manager of the department 
of public relations, that he go ahead and push the pass 
as if the company really believed in it—and Frank did 
and has continued doing so with a new slant or slope 
every once in a while to keep interest at pass-buying 
heat.., 

First, of course, came the introductory newspaper 
advertisements. preaching the doctrine of a wholesale 


By doing so we give the’ 
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price for wholesale use. Just 4,211 patrons fell under 
the spell in the first week (Oct. 3, 1921) and put down 
their $1.25 in advance of a week’s riding, and having 
done so, they naturally refrained from taking a jitney 
just because the street car was a block or two behind. 

Second, came and continued a series of car-window 
placards through which Frank Wert finds new reasons 
for using the pass and for boosting every worth-while 
cause that comes along—be iti go-to-church Sunday, the 
Community Chest, the ex-Service Men’s Employment 
Bureau, the flowers that bloom in the spring at Idora 
Park, etc. And don’t those boosts make friends! Just 
mention going back to the old “buy-a-ride-at-a-time” 
scheme and hear what the Youngstowner will splutter 
in protest. 

Third, was a series of newspaper advertisements 
through the fall and winter, telling owners of private 
automobiles a great many sound reasons why a pass 
for all the rides they wanted at $1.25 a week was better 
than freezing their noses and batteries in the cold 
blasts. This advertisement must have been effective, 
for even as late as the week beginning May 1 the pass 
actually hit the record sale of 7,211. Seems to show 
that Frank’s advice about “‘Your pleasure car for pleas- 
ure, your street car for business” has hit home. In 
fact, the pass has helped to make the street car a 
pleasure-riding proposition, too. 

And now comes his latest idea—a personality whom 
we will name Mr. Passerkin, since he personifies the 
possibilities of a person with the pass. Observe the 
bright little newcomer. His body is rather rectangular 
and his legs rather spindly, but then he doesn’t have 
to walk a block, you’ll remember. His cap, being the 
famous Phrygian liberty top-piece, is decidedly apropos 
because freedom to board any car any time any dis- 
tance is the pleasant privilege of every passholder. Mr. 
Passerkin is making his appearance in 44-in. x 5-in. 
newspaper announcements. In one, he is seen enjoying 
100 per cent Passerkin home cooking for luncheon; in 
a second, he is slipping into a department store to give 
some bargains the once-over or several times over, as it 
costs no more for fare to do the latter, and in a third 
he tells the Youngstown world that the pass is good 
for every purpose and that it is transferable, too. 

Yes, sir, even the press-famed Mayor Oles has told 
the citizenry that the more they patronize the street 
railway, the better the chance of getting a lower fare. 
Selah! 


Weekly Pass 


On Your for, 


EVERY 


Purpose 


WEEKLY 
PASS 


i i HE number of rides you can take on a Weekly Pass 
ee ee eee i) is unlimited. Matican ride ten or more times a 


day, if you choose, and all the riding you do costs you 


Weekly Pass. You can take advantage of every 


With The 


FOLKS 


Nothing quite so desirable as that noon meal of 
home-cooked food at the home table with the family. 
Beats carrying sandwiches, and pie and things to work 


special offering, seé everything that is going on, for 
there is no limit to the rides you can take on a 
Weekly Pass, : 


Usé your Pass freely Trade Extension Week—and 


every week. There are lots of places to go and many” 


prey to see, All your rides for an entire week for 
1:25. 


The Youngstown Municipal Railway Ca 


on ly $1.25 for an entire week. 


Whether you go a square or for miles the Pass will 
carry you. You can send your boy or girls on errands 
with it, or your wife can use it while you are home. 


Buy Your Pass Now for Next Week. 


The Youngstown Municipal Railway Co. 


with you. 
And its yours, too, everyday _ if you ‘like, without 


xextra cost, when you-use a $1.25 Weekly Pass, 


Your regular, necessary riding pays for the pass_and 
all your noon and evening rides may be had merély 
for the taking. 


The Youngstown Municipal Railway Company. 


A Frw OF THE EFFECTIVE ADVERTISEMENTS USED IN THE YOUNGSTOWN CAMPAIGN 
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Transit Planning for Cities* 


The Author Declares that Transit Development Should Precede Population 
and Outlines the Extent and Nature of Transit Routes for a City 


By DANIEL L. TURNER 


Consulting Engineer to the Transit Commission 
of New York City 


ROM a transit standpoint, our cities 

are planned today very nearly 
as they were 100 years ago, when 
people were living in a man-and-horse 
civilization. When street railway transit 
superseded foot transit, then the 
street railway system rather than the 
street system should have been ac- 
cepted as the principal circulating 
medium of the town, and the town 
should have been planned and con- 
structed accordingly. But this was 
never done. The town authorities in 
the old days failed to recognize this 
principle—and even today in our time, 
those responsible for the planning and 
development of our cities have not 
grasped the full significance of this 
principle and its importance with 
respect to the comfort, health, happi- 
ness and economic welfare of the com- 
munity. 

City transit should precede the popu- 
lation—not follow the population. This 
is the fundamental basis of a proper 
transit development. This _ principle 
means that when it becomes necessary 
to open up a new area for the growing 
population, the transit system and the 
street system should spread out over 
the new territory simultaneously; the 
two systems should expand together. 
Then the other services, such as water, 
sewers and light can follow. 

It may be assumed that a city will 
be conveniently served if a prospective 
passenger is not required to walk more 
than a quarter of a mile—or walk 
longer than five minutes—to reach a 
surface line, either a motor bus line or a 
street railway line, routing towards 
the business center, which is the ob- 
jective point for most of the traffic. 
This means that the lines would be 
about half a mile apart in the residen- 
tial districts. For crosstown service, 
lines one mile apart will conveniently 
serve the community. 

In the case of subway or elevated 
lines, that is, rapid transit lines, if the 
lines routing to and from the center 
are 1 mile apart, and the crosstown 
lines are 2 miles apart, convenient 
rapid transit service will be afforded 
the community; everyone could reach a 
rapid transit line within a ten-minute 
walk. The surface lines and the rapid 
transit lines would route closer to- 
gether than described above as they 
approach the business center, to the 
extent of traversing every street in 
extreme cases. 


ROUTES 


A study of most of the larger cities 
indicates that they conform closely to 
the semicircular shape and can be in- 
cluded within a 6-mile radius. For this 


*A portion of a paper read before the 
National Conference on City Planning, 
Springfield, Mass., June 6, 1922, 


reason an analysis of the route mileage 
standard can be based on the theoreti- 
cally semicircular city. Such a semi- 
circular city of 1 mile radius contains 
an area of approximately 1,000 acres, 
and the area increases as the square of 
the radius; so, squaring the radius in 
miles and multiplying by 1,000 will pro- 
duce the approximate acreage of any 
semicircular city. 

Upon this basis, it would require ap- 
proximately 1 mile of motor bus or 
street railway line, or route, for every 
200 acres of city area. In the case of a 
single track, with the average sidings, 
this would reduce to 1 mile of single 
track for every 180 acres; or in the 
case of a double-track line (neglecting 
yards, etc.), one mile of track for 
every 100 acres. Usually the acreage 
served by 1 mile of track should be 
between these limits. 

For rapid transit lines the corres- 
ponding standards are: One mile of 
rapid transit route for every 400 acres 
of city area; and 1 mile of rapid 
transit track for every 200 acres of 
city area, assuming a two-track line. 

The next important factor is the 
routing of the transit lines, or number 
of routes: By a route is meant a con- 
tinuous line, either from the business 
center to the outer limits of the city, or 
ecrosstown (or circumferentially) from 
one side to the other of the city. In 
the former case, such a line would 
serve a strip of territory a half mile 
wide for a motor bus or surface line 
and 1 mile wide for a rapid transit line, 
and would connect the residential sec- 
tion traversed directly with the busi- 
ness center; in the latter case, a cross- 
town strip a mile or 2 miles in width 
would be served, by surface and rapid 
transit lines respectively, thereby con- 
veniently connecting every part of the 
city with every other part, with one or 
two transfers. 

The number of routes is another 
measure of the accessibility or conven- 
ience of the service. The theoretically 
semicircular city again will be used as 


the basis for determining the standard. 


For motor bus lines and surface car 
lines approximately the number of 
routes can be obtained by extracting 
the square root of the city acreage and 
dividing by 6.3. For rapid transit lines, 
the square root of the city acreage 
divided by 12.6 will give the number of 
routes approximately. 

The routes should be distributed 
throughout the city so as to furnish the 
same character of service to all sec- 
tions. The up-and-downtown routes 
should be as direct as possible. Their 
function is to provide quick transpor- 
tation between home and work. As far 
as practicable, up-and-downtown routes 
serving opposite sides of the city 


should traverse the business center | 


crosstown-wise through the same 
street. In this way one pair of tracks 
in the congested area would accom- 
modate two pairs serving opposite 
residential sections; that is, for every 
four outlying tracks only two tracks 
would be required through the business 
center. In the morning and at night both 
such tracks would be utilized by loaded 
cars with workward-bound passengers 
in the morning and homeward-bound 
passengers at night. This constitutes 
the development of a two-way traffic 
through the business center and con- 
sequently is the most economical use of 
the streets within the congested area. 

Ideally arranged, the central pair of 
up-and-down routes would penetrate 
farthest downtown, across all of the 
cross-wise business streets, except the 
one nearest the water-front, which 
would be traversed by the crosstown 
connection for two-way traffic above de- 
scribed. Thus the movement of the cars 
would be along a U-shaped route down- 
town on one side, across town through 
the business centey snd then uptown 
on the other side. “Ne pau ©* routes 
next removed and eithtr-side of the 
eentral pair would continue downtown 
as before across all of the crosswise 
streets to next to the last one. | ih’ 
U-shaped arrangement would be con- 
tinued as needed, the U having a con- 
tinually wider spread and the bottom 
higher up.] With this route arrange- 
ment a passenger could reach almost 
any point in the business section by 
one transfer from his own up-and-down 
line. 

The cross-town lines are for a differ- 
ent purpose. They will be used by 
transfer passengers chiefly. They 
should run directly across-town and 
thus intersect all up-and-down lines. 
Their function is to articulate the entire 
railway system. By means of them a 
passenger will be able to reach any 
point in the city from any other point. 


National Committee to Consider 
_A. E.R. A. Standards 


HE American Engineering Stand- 
ards Committee has notified the 
iron and steel, lumber, electrical, con- 
struction, chemical, railway and rail- 
way supply industries of the impor- 
tance of the standardization program 
initiated by the American Electric 
Railway, Association in submitting thir- 

teen standards for approval. 7 
The specifications submitted to the 

A. E. S. C. follow: 

For approval as American standards: 
Nine-inch girder grooved rail. 
Seven-inch girder grooved rail. 
Nine-inch girder guard rail. 
Seven-inch girder guard rail. 
Joint plates for 7-in. girder grooved 

and girder guard rails. 

Joint plates for 9-in. girder grooved 
and girder guard rails. 

Specification for galvanizing or sher- 
ardizing on iron and steel.. 

For approval as tentative American 

standards: 
Seven-inch 80-lb. plain girder rail. 
Seven-inch 91-lb. plain girder rail. 
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For approval as recommended Ameri- 
can practice: Ro 
Specification for materials for use in 
the manufacture of special trackwork. 
Specification) for 600-volt direct-cur- 
rent overhead trolley construction. 
Four special committees will be ap- 
pointed by the A. E.S.:C. to determine 
whether the A.E.R.A. specifications 
are the standards which should be 
adopted for universal use in the United 
States; the committee’s decision will, 
of course, be predicated on its finding 
as to the desirability of national stand- 


ardization of the products enumerated. 
The principal organizations concerned 
will be asked to name representatives 
on these special committees. 
Meanwhile, the American Engineer- 


ing Standards Committee requests the 
_technical press, industrial associations, 


and technical bodies interested in these 
specifications to send to its head- 
quarters at 29 West 39th Street, New 
York City, any available information 
as to the extent to which these speci- 
fications are meeting the needs of the 
industries concerned. 


Electric Railways Have Unique Possibilities 
for Employee Training 


Little Uniformity in Employee Training Systems Is Shown in Reports Based 
on Data Contributed by Fifty-six Electric Railways—Scope of 
Instruction Criticised as Being Too Limited 


BRIEF summary of the outstand- 
ing features of employee training 


on the electric railways of the United 


States and Canada was recently issued 
by the Industrial Relations Associa- 
tion of California. In the preface it 
is stated that emphasis is laid especially 
upon those features which are capable 
of universal application. The report is 
based upon data contributed by fifty-six 
of the largest electric railways in the 
section covered. The substance of the 
report is as follows: 

The electric railway field. occupies a 


_very advantageous position in its possi- 


bilities for the training of novices. It 
is not hampered by a multiplicity of 
jobs with a mere handful of men on 
each type of job. 


PRESENT LACK OF STANDARDS 


Because of the unique opportunities 
for training which exist in this field, it 
would seem that the training of the 
men would already have arrived at a 
very high stage of development. This, 
however, is not the case. There seems 
to be very little uniformity in the train- 
ing systems. In fact, the arrival at 
anything like a standard procedure in 


“breaking in” the men seems to be in 


the distant future. : 
_ A free interchange of data on various 


-systems of training the men is very 


highly desirable, and if it were under- 
taken seriously and systematically, the 
result ought to be the elimination of 
much of the guesswork and-haphazard 
effort which now obtain. If there is 
any best way of training men, the dis- 


-covery of this way would be distinctly 


useful to electric railways all over -the 
country. It is not the purpose of. this 


report to present a logical plan for 


training platform men, but instead, to 
point out here and there the various 
features which seem to have been 
studied out with the most care and to 
be most fruitful of results. 


SELLING THE JOB 


One company does a unique thing in 
that it places at the very beginning of 
its instruction book a carefully worded 
discussion of the merits and demerits 
of the platform man’s job. First, the 


‘mastering the contents. 


advantages of the job are discussed; 
then the disadvantages with appro- 
priate counter arguments. In addition 
some very helpful information is given 
which is designed to help the new man 
in adjusting himself quickly to the 
work. 

A number of the larger systems 
maintain schools of instruction in which 


_there- are charts, diagrams, apparatus, 


skeleton cars, practice dummies, etc. 
In most cases the students receive their 
first instruction in these schools before 
they are put out on the lines. The 
school is presumably in charge of a 
earefully selected chief instructor, 
whose duty it is to see that each 
student is started out-in the best possi- 
ble manner. 

The student platform men are usually 
supplied with rule books, but are too 
frequently left to their own devices in 
Some systems 
require the students to study the rules 
carefully before going out upon the 
lines. One company issues a set of 
rules in which each rule is followed by 
an explanation and a reason for its 
necessity. Such a feature is certainly 
commendable. Some companies make 
the study of rules an integral part of 


the school of instruction, and in such | 


cases it is possible that a -thorough 
analysis of the rules is made. 

Very few companies seem to make a 
serious effort to use simple readable 
English in the instructions and circu- 
lars of information which go out to the 
rank and file employees. It is hard to 
overestimate the importance of making 
all such publications as simple as possi- 
ble, and the whole matter merits con- 
siderable thought. 


TIPS TO THE STUDENT 


It is the custom’in a few systems to 
give each student in training a ques- 
tionnaire to study which is quite simi- 
lar to the one he must answer when he 
takes the final examination. The ‘chief 
value of this lies; apparently, in that it 
calls. to the student’s~ attention -the 
scope and nature of the field he is ex- 
pected: to master, and it emphasizes 
the important points he must familiar- 
ize himself with. 


At least one company thinks it is 
worth while to put the student back on 
the instruction car for a half day near 
the end of the training period. The 
purpose is to break up any incorrect 
practice which the student has de- 
veloped up to that time. 

It is a prevalent evil among teachers 
everywhere to attempt to substitute 
impression for expression. Instructors 
try to teach a student by simply telling 
him. That will not do; he must be 
allowed to practice; otherwise he can- 
not know how it feels to do a thing, and 
it is that feeling which counts most. In 
order to give student motormen plenty 
of practice, some schoolrooms are 
equipped with sets of dummy brakes 
and controllers. Practice on the skele- 
ton cars is also permitted to some de- 
gree. In a few systems there are pieces 
of track rarely or never used, or spe- 
cially laid for the purpose, on which 
students are made to practice. This 
saves the passengers from jolts and per- 
mits the student to make good prepara- 
tion for later experience in passenger 
traffic. One system adds a third step 
in the practice stage by sending the 
students with their instructor out on 
the regularly used tracks in a special 
ear which does not haul passengers. 


EXAMINATIONS 


Written final examinations are cus- 
tomary ina great many systems. Most 
of these examinations are conducted 
with a stock set of questions. In a 
company or two, the student is given a 
copy of the examination questions be- 
forehand as an ‘incentive to a mastery 
of the rule book. Occasionally the 
written examination includes copying 
schedules, copying running time, and 
making out accident reports. Usually 
the written examination is supple- 
mented by an oral examination. Actual 
performance in car operation on the 
practice track and the locating of car 
troubles form a part of some examina- 
tions. In one system at least, the 
student is required to operate in a 
congested district as a part of his 
final test. : 

At least one system holds a promo- 
tional examination every six months, 
by means of which all the platform 
men are grouped into classes 1, 2 and 
3. Only those in Class 1 are eligible 
for promotion to the position of in- 
spector, starter or instructor. All em- 
ployees are expected to take these 
periodical examinations. 


PERSONAL HELP 


Naturally, all the training systems 
are aimed at making the platform man 
an effective working unit in the organ- 
ization, but:there is one system which 
attempts to secure this result in a new 
way. In its printed materials for stu- 
dents it includes suggestions as to how 
to make extra money, i.e, by arranging 
with the regular men to act as sub- 
stitutes for them on their days off. 
This specific suggestion might not fit 
into any other railway organization, but 
the general idea seems good, for what 
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makes an employee more contented and, 
therefore, more effective on his job 
than opportunities to make a larger in- 
come? Some companies attempt to 
help get their new employees comfort- 
ably housed at a reasonable cost con- 
veniently near to the carhouse. 

The man who can do best is not 
necessarily the man who can teach best. 
The instructors of students need to be 
carefully selected and carefully trained. 
Some companies show a real apprecia- 
tion of these points and have taken defi- 
nite ‘steps toward more systematic in- 
struction. Some havé schools for in- 
structors. Several have drawn up 
standard lessons for instructors, show- 
ing not only what points and operations 
the students are to be taught, but also 
the order in which they are to be 
taught, i.¢., what is to be taught on the 
first day, what on the second day, and 
so on to the end of the regular train- 
ing period. Some methods tend to de- 
velop the “one best way” of teaching 
the various steps in the learning proc- 
ess and to prevent an instructor from 

“going to seed” on one particular thing, 
to the neglect of other phases of 
training. 

As may be expected, the larger sys- 
tems are doing the most in the way of 
comprehensive training; however, there 
are still too many in this class who 
have a long way to go. The chief 
criticism of present training in general 
is that it does not include enough. It 
‘leaves too many things for the new 
man to pick up for himself in an inci- 
dental desultory fashion. 

Slovenly training methods do not at- 
tract capable men and if this work is 
to hold the type of man who is later to 
develop into supervisory and executive 
timber, the type which will “carry on” 
and help the electric railway retain its 
proper place in the transportation 
world, then the present executives in 
charge must see to it that they estab- 
lish training procedures which will call 
out the best there is in the man at the 
bottom. 

It is not within the scope of this report 
to show how the personnel of electric 
railway systems should be handled, but 
it is evident from this study that very 
much more concentrated thought and 
effort on the subject is sadly needed. 
Until the street railways cease to leave 
the matter to the incidental attention of 
busy executives who have not had the 
opportunity to familiarize themselves 
with proper training methods, and es- 
tablish training departments with spe- 
cially qualified managers in charge, no 
new or conclusive results may be hoped 
for. To say the very least, every elec- 
tric railway ought to have a man in 
charge of training who knows as much 
about training as the average school 
principal, and who knows something 
about electric railway operation besides. 
With such a change in the organiza- 
tion of the individual companies and 
provision for the interchange of ideas 
mentioned the first great step in the 
practical solution of training problems 
will have been taken. 


Buses Major Topic at Meeting of Iowans 


Bus Industry Must Come Under Regulation, says Chairman of Iowa Commis- 
sion—One-Man Car and Pass System also Discussed 


HAT ‘the Iowa Railroad Commis- 

sion is not unmindful of the com- 
petition with electric railways on the 
part of motor buses, but is without 
power to regulate the buses, was the 
assertion of Dwight N. Lewis, chairman 
of the Iowa Railroad Commission, at 
the joint session of the Iowa Electric 
Railway Association and the Iowa Sec- 
tion of the National Electric Light As- 
sociation at Lake Okoboji, Iowa, on 
June 20. That the motor bus is a 
permanent institution with a definite 
field is the belief expressed by Mr. 
Lewis, but he said that it must come 
under regulation and that the existing 
conditions leading to unfair competi- 
tion must be eliminated. Unless the 
electric and steam railways can find 
some way to handle the short-haul 
freight promptly they must expect to 
face competition from the motor truck 
for an indefinite period was also a 
statement made by Mr. Lewis. 

In the discussion of the subject of 
motor vehicles using the highway to 
handle freight and passengers, which 
took place at: the session of the rail- 
way. association in the morning, F. J. 
Hanlon, general manager Mason City 
& Clear Lake Railroad, Mason City, 
laid stress on the lack of any respon- 
sibility on the part of motor bus com- 
panies in maintaining the highways, 
which he said were being rapidly 
destroyed by the buses. His remarks 
referred principally to the use of paved 
roads, since the Iowa experience he 
cited seemed to indicate that these 
buses had not been able to operate 
successfully on the dirt roads of the 
state. Even on the paved roads he 
cited incidents that seemed to indicate 
serious losses on the part of the com- 
panies trying to operate. 

The light-weight one-man car came 
in for a great deal of favorable com- 
ment. The short discussion indicated 
that the light-weight car is a thorough 
success, with developments in the way 
of light cars for interurban service 
that promise success. E. C. Allen, gen- 
eral manager Cedar Rapids & Marion 
City Railway, said that with 100 per 
cent one-man operation, including the 
operation of a 5-mile interurban line be- 
tween Cedar Rapids and Marion, no 
serious difficulties of any kind were 
encountered. On the heavier type cars 
used on the interurban line one-man 
operation had proved as feasible as in 
the city service. Accidents had been 
reduced 57 per cent, he said, and there 
were no platform accidents. J. M. 
Drabelle, Iowa Railway & Light Com- 
pany, cited reductions in substation 
demand of from 400 kw. to 200 kw. 
and reductions per car-mile from 4.9 
hw.-hr. to 1.9 kw.-hr. as examples of 
the savings possible. 

L. R. Brown of Rock Island described 
the identification card fare scheme in 
use in Mason City, which has apparently 
met with considerable success. Identi- 


fication cards good for one month were 
sold at the start for $1, but the price 
was later reduced to 50 cents. The 
holder is then entitled to ride for a 
5-cent. fare. A somewhat less revenue 
per ride is obtained from the passen- 
gers using the card than from pas- 
sengers paying a 10-cent cash fare. 
A saving in time of making change 
and handling passengers, enabling the 
maintenance of schedules in better form 
and an apparently better reception of 
the identification card and its 5-cent 
fare over the 10-cent cash fare in use 
on the same lines are some of the 
advantages ascribed to the method 
used. 

W. G. Dows. general manager Iowa 
Railway & Light Company, described a 
method under trial in which a monthly 
pass is sold for thirty-day periods 
for use on one of its interurban lines. 
The price_is figured so that it will 
produce a revenue of 2 cents per mile 
on sixty rides per month. Experience 
seems to indicate that the number of 
rides on these passes averages fifty- 
seven to fifty-eight per month. Some 
questions were raised in the discussion 
as to the feasibility of using buttons 
for identification purpose in place of 
the cards, which are objected to by 
many on account of the inconvenience 
of handling. Business men seem to be 
the principal objectors. The expense 
of any other form of identification that 
it has been possible to devise it too 
great to permit its use was the answer 
made to the questions. 


GROUP INSURANCE DISCUSSED 


~In the joint session on Tuesday after- 
noon Peter F. Bouquet of the Metro- 
politan Life Insurance Company dis- 
cussed group insurance as a means of 
restoring or improving the relations 
with employees. If a man’s regard 
for his family can be tied up to his 
daily work, he said that the three 
factors of brain power, muscle power 
and good will can be co-ordinated to 
secure. the greatest good for both em- 
ployer and employee. Group life insur- 
ance is available only for employees 
of-a single employer and not for cubs 
or similar. organizations, and, accord- 
ing to the speaker, many j(men who 
otherwise could not secure insurance 
at any price could be covered under 
group insurance. The premiums are 
usually paid by the employer, though 
in some cases joint arrangements for 
handling the premiums are made. F. 
J. Hanlon spoke enthusiastically for 
the plan, asserting that it had accom- 
plished all that Mr. Bouquet had 
claim for it. 

The officers for the past year were 
re-elected for the coming year, except 
that O. H. Simonds, general manager 
Dubuque Electric Company, replaced 
KB. C. Allen, general manager Cedar 
Rap ds & Marion City Railway, on the 
executive committee. 
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New York Association at Bluff Point 


Annual Outing and Business Conference Draws Large Gathering at Charming 
Lake Champlain Resort—Commissioner Attwill of Massachusetts 
Makes Hit—B. E. Tilton Elected President 


HREE hundred members’ and 

guests of the New York Electric 
Railway Association met on June 24 
at Hotel Champlain, Bluff Point, for 
‘a day’s recreation and the transaction 
of association business. This was the 
fortieth annual meeting. The reports 
of President W. O. Wood and Secretary- 
Treasurer W. F. Stanton, presented 
first, showed that an active year’s work 
had been accomplished, with a substan- 
tial cash balance in the treasury to be 
carried over to the coming year. B. E. 
Tilton’s report, for the membership 
committee, showed several additions to 
railway and manufacturer membership 
during the year. 

T. C. Cherry, for a committee on 
changes in the constitution ‘and by-laws, 
next recommended that the number of 
vice-presidents. be increased from two 
to three and this recommendation was 
approved. 

Two papers were then read by title, 
as follows: On “Tax and Paving Re- 


Rochester. Executive committee, offi- 


~cers and the following: Frank Hedley, 


president Interborough Rapid Transit 
Company, New York; H. B. Weather- 
Wax, vice-president United Traction 
Company, Albany, and Schenectady 
Railway; James F. Hamilton, president 
New—York State Railways, Rochester; 
H. G. Tulley, president International 
Railway, Buffalo. 


COMMISSIONER ATTWILL SPEAKS 
PLAINLY ON ELECTRIC RAIL- 
WAY SITUATION 


The annual banquet was a brilliant 
affair, an unusually large number of 
ladies being present. Mr. Wood acted 
us toastmaster. He introduced Hon. 
Henry C. Attwill, chairman Massachu- 
setts Department of Public Utilities. 

_ Mr. Attwill said that while the util- 
ities of the country are undoubtedly in 
a difficult situation, it is largely up 
to electric railway men now to restore 
conditions to normal. A common ques- 


owed to the utilities. To insure the 
payment of this obligation is the prob- 
lem just ahead. Such a consummation 
suggests the figure of the silver lining 
on the other side of the dark cloud. 
There is this to be said about wartime 
conditions, that no utility operator, so 
far as Mr. Attwill knew, has been 
charged with profiteering. Further- 
more, the recent adverse operating con- 
ditions have undoubtedly developed eifi- 
ciency in providing service. 

As to the solution of electric Sailiay 
difficulties, Mr. Attwill reviewed sev- 
eral suggestions; for example, reduce 
fares and carry more people. But, he 
said, there is no profit in doing a larger 
business at a loss. As to public owner- 
ship and operation, as the bills for pro- 
viding service must be paid in any case, 
such a transfer of authority doesn’t 
alter conditions. All that it can do 
ix to distribute the burdens of the cost 
of service; that is, to transfer a part 
of them from the car riders to the gen- 


MEMBERS AND GUESTS OF NEW YORK ELECTRIC RAILWAY ASSOCIATION 
4 FOR FoORTIETH ANNUAL MEETING 


quirements. Now Imposed on Street 
Railways and the Resulting Unfairness 
and Discrimination,’ by Alfred  T. 
Davison, general counsel Third Avenue 
Railway System, New York City, and 
on “The Personal Factor in the Elec- 
tric Railway Industry,” by Clinton E. 
. Morgan, general manager Brooklyn 
(N. Y.) City Railroad. The papers are 
abstracted elsewhere in this issue. 
On recommendation of W. H. Collins, 
chairman of the nominating committee, 


the following were elected to serve for 


one year: President, Benjamin E. 
Tilton, vice-president New York State 
Railways and genera] manager Syra- 
cuse-Utica lines, Syracuse; first vice- 
_ president, Edwin Duffy, president the 
Cortland County Traction Company, 
Cortland; second vice-president, C. E. 
Morgan, Brooklyn; third vice-president, 
W. J. Harvie, vice-president and gen- 
_ eral manager Auburn & Syracuse Elec- 
tric Railroad, Auburn; secretary-treas- 
urer. W. F. Stanton. assistant to the 
president New York State Railways, 


tion is: “What is the matter with the 
electric railways?” The cause of the 
difficulty is:not automobile competition, 
except possibly in openly settled terri- 
tory. In fact if the electric railways 
in the large cities were suddenly called 
upon to carry the people now riding 
in automobiles they would fall down. 
In Mr. Attwill’s opinion the answer 
is that the electric railway status is an 
aftermath of the war. During the war 
there was a general expansion of credit, 
with consequent inflation of prices and 
reduced purchasing power of money. 
In this connection all utilities which 
were under control as to rates were 
called upon to give service under cost. 
The public thus became indebted to them 
and ought to be willing now to liquidate 
this debt caused by war conditions. 
Under wartime conditions, said Mr. 
Attwill, utility operators were reluctant 
to try for increased rates, but when 
they did so such increases were usually 
denied. The public must now square 
the account or repudiate an obligation 
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eral taxpayer. To those who advocate 
receiverships, reorganizations and con- 
fiscation, Mr. Atwill replied that it is not 
honest to take property without due com- 
pensation. No, he said, the solution is 
intelligent co-operation between the 
public, through its representatives, and 
the railway managers. It should be 
recognized that the utility franchise is 
granted with the understanding that 
good service at reasonable cost will 
be given. It is the manager’s task. to 
see that this is done, but until the pub- 
lie operates the utilities it is the duty 
of the state to see that service condi- 
tions are fair. Beyond seeing to it that 
the rates are reasonable, that the 
service is adequate and safe, that there 
is no discrimination and that the prop- 
erties are operated honestly and with 
reasonable efficiency the state ought 
not. ordinarily to go so long. as we 
have private ownership. To go further 
is not regulation, as Mr. Attwill said 
he understood the word, but manage- 
ment, and management of the worst 
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sort because it is management without 
responsibility. In fact, it usually is 
nothing more than meddlesome inter- 
ference. ' 

Until it appears that the utility is 
obtaining a profit upon its investment 
in excess of what the public would 
have to pay to borrow money to main- 
tain the utility if publicly operated, 
the interests of the utility and the 
public are in reality identical. The util- 
ity desires to earn sufficient income to 
make its securities attractive and to 
give good service. The public cannot 
hope to obtain that service unless the 
securities are attractive, because no 
improvements and additions to prop- 
erty can be made unless the securities 
can be sold. 

Moreover, the directors of the utility 
are under a dual responsibility. They 
owe it to the public so to conduct the 
affairs of the utility that it will be 
able to perform the service in a safe 
and adequate manner at reasonable 
rates, and they owe a duty to their 
stockholders to conduct its affairs in 
an efficient and honest manner. This 
requires that dividends not earned 
ought not to be paid and that the prop- 
erties should not be sacrificed to bolster 
the market value of outstanding secu- 
tities. When these things are done it 
is proper for the state to step in and 
control the situation. 

Finally, said Mr. Atttwill, the 5-cent 
fare is no more sacred than the price 
of a 5-cent cigar. Five-cent cigars are 
not so good as they were before the 
war, and it is obvious we cannot obtain 
the same amount of transportation for 
5 cents now as was possible then. Five- 
cent fares are always feasible if the 
zones are made short enough. But as 
the bills for supplies of all kinds at 
prices higher than those of pre-war 
times must be paid, there is no magic 
in the various nostrums that have fre- 
quently been advocated: by certain 
political gentlemen who are seeking 
votes. 

Railways are subject to and con- 
trolled by economic laws, the same as 
other kinds of business. Credit must 
be maintained and this necessitates 
operation at a profit. Mr. Attwill urged 
faith in the public, from whom money 
ultimately comes. This is different 
from faith in politicians and financiers 
primarily, for their influence and re- 
seurces in reality come from the public. 
The public has ample resources and if 
convinced that utilities are properly 
managed, that the securities are sound 
and that the return therefrom is cer- 
tain it will furnish the needed money. 


Mr. Sims SPEAKS ALSO 


C. S. Sims, vice-president Delaware 
& Hudson Railroad, was the final 
speaker. He gave humorous definitions 
of the pessimist, as one who sees only 
the hole in the doughnut, and the 
optimist, who gets something good out 
of every situation. Optimism, he said, 
is needed in the electric railway busi- 
ness now. The competition of the mo- 
tor bus must be met, and railways may 
in many cases need to replace rails 


ELECTRIC RAILWAY JOURNAL 


by bus lines as the former wear out. 
He paid a tribute to the nearby Mon- 
treal Tramways, which, he said, showed 


a satisfactory solution of the urban 


transportation problem. 
SoclAL FEATURES AND SPORTS 


As usual at these annual gatherings, 
scratch teams of the railway men and 
supply men played a fast and vocif- 
erous game. A. E. Reynolds and Alex. 
Cameron were the respective captains. 
More serious efforts were made on the 
golf links, under the general direction 
of H. B. Weatherwax, with creditable 
scores considering the softness of the 
grounds. Prizes of silver cups and 
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golf balls rewarded the golfers’ efforts. 
Water sports closed the afternoon 
program, Harold Hegeman being the 
leader. ' The banquet was enlivened 
with musical numbers by professional 
singers from New York City and 
amateur talent, trained and otherwise. 
A dance followed the banquet. 

In the afternoon, also, the ladies en- 
joyed a bridge tournament on ‘the 
steamer en route between Bluff Point 
and Burlington, followed by afternoon 
tea. During the convention day and on 
Sunday following, many automobile 
parties slipped away for short periods 
for trips to the scenic attractions 
located near Bluff Point. 


The Personal Factor in Electric Railways* 


Understanding and a Co-operative Spirit Between Employer and Employee 
Are Especially Important on an Electric Railway—The Means: 
for Creating This Relation Are Laid Down 


By CLINTON E. MorGAN 
General Manager Brooklyn City Railroad 


RANSPORTATION is the business 

of moving persons or commodities 
between two points in the shortest pos- 
sible time with safety and comfort. It 
is the business of an electric railway 
to provide the facilities and to make 
the movement at the time most suit- 
able to the purchaser of the transpor- 
tation. Then it is necessary to sell this 
service to the public, but before this can 
be done we must secure the full co- 
operation of our employees, who are 
the ones that are constantly in contact 
with the riding public. 

Because of the very nature of the 
railroad business, with its units scat- 
tered, there must be a large number 
of supervisory officials, with the result 
that the personal contact between men 
and management is sometimes not as 
frequent as it should be for the  in- 
terest of all. 

One of the difficult points of resist- 
ance is in the supervisory officials, gen- 
erally in the ones close to the men. 
Therefore, it is of the utmost impor- 
tance, when men are selected for such 
positions, to see that they are fitted 
for the task and able to inspire in 
men under their direction the desire to 
co-operate with one another and with 
the management, as well as to enter 
into the spirit of the work. 

We depend on individuals to execute. 
Any plan which takes the responsi- 
bility for the execution of the work 
away from the individuals charged 
with intermediate supervision is bound 
to result in inefficiency. We should 
endeavor to create respect for manage- 
ment and engender among the employ- 
ees willingness to have the work of 
management done by those best fitted 
to manage, as the management must 
accept responsibility for carrying on 
the business. Likewise, management 
must be mindful of its responsibility 
in matters of discipline, justice and 


*Abstract of paper presented at the an- 
nual meeting of the New York Electric 
Railway Association, Bluff Point, N. Y.,,; 
June 24, 1922. 


fair treatment with its employees. The 
objective in personnel work in any - 
industry is to enlist the maximum co- 
operation and interest of the human 
element in the success of the under- 
taking. 


PROBLEMS IMPORTANT ON © 
ELECTRIC ROADS 


The problem in public utilities differs 
in many respects from that in ordinary 
private industries. Among the utili- 
ties themselves it varies. The gas, 
power and light companies have a more 
simple problem than the railway, both 
because of the smaller number of em- 
ployees involved and because of the 
class of commodity sold by them. The 
delivery of the service is made with- 


out’ the purchaser actually coming in 


contact with the personal representa- 
tive of the utility; while with a tele- 
phone company the purchaser of the 
service comes in contact indirectly with 
the employees, such as_ operators, 
although not able to visualize the per- 
sonal representative. 

In most other lines of business where 
large numbers are.employed to produce 
a certain article the public seldom 
comes in contact with the production 
force, as the employees are usually 
grouped under the watchful eye of the 
supervisory force that is ever ready 
to assist in promptly straightening out 
difficulties. But on an electric railway 
the major portion of the employees 
not only form the production depart- 
ment but also practically form the en- 
tire selling force, and, by the nature 
of the business and of the units oper- 
ated, they are placed on their own 
responsibility more than the employees 
of any other business. 

With the railway, the sale of its 
service brings the representative, 
through the conductor, motormen or 
agents of the company, in direct con- 
tact with the public. Thus the public 
is able to judge the service rendered 
by the equipment and direct personal 
representative, and it. is through these 
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agencies, coupled with the policy of 
the management, that the kind of rela- 
tion existing between the public and 
the governing bodies is determined. 

To obtain proper results it is neces- 
sary to employ policies that will bring 
about conditions of mutual confidence 
and create a spirit of sympathy, under- 
standing and real co-operation between 
members of its working force, its 
patrons and the citizens of the com- 
munities that are served. Lack of 
understanding or misunderstanding 
causes: most of our troubles. There- 
fore, we can only avoid this trouble 
by properly schooling the working 
organization so that each individual 
will know the aims and requirements of 
each department, functioning with the 
unit as a whole to produce more and 
better transportation. 


REAL LEADER BrINGs OuT BEST 


Many officials assume that their 
men understand the work to be per- 
formed and all the conditions sur- 
rounding it without any explanation. 
Failure to receive proper instruction 
causes ‘mental uneasiness, particularly 
to new, inexperienced employees, and 
this produces fear and distrust, espe- 
cially if the “boss” criticises the man- 
ner in which the task has been per- 
formed. Under these conditions, the 
employees feel they do not receive fair 
treatment or justice. 

Superior results can be expected only 
under a system which insures square 
dealing and under a “boss” who hon- 
estly practices this method in handling 
his men, for a real leader should know 
the art of bringing out the best in the 
men, creating a spirit of loyalty, pride 
and ambition, and securing the all-to- 
gether spirit, so that the organization 
under him will move as a unit in effi- 
ciently accomplishing the job. Indiffer- 
ent leadership will be quickly reflected 
in the men, who, on the other hand, will 


respond in proportionate measure to: 


the earnestness of purpose of 
“boss.” 

It should be borne in mind that the 
new employee is unfamiliar with our 
practices and customs. Nor does he 
comprehend what is wanted of him or 
his duties to the company and the 
public. His first contact with the 
employing officer should be such that 
will cause him to feel at ease and to 
believe that he will receive just treat- 
ment. He should be personally intro- 
duced to the other members of the 
organization who have to do with his 
instruction or supervision and while he 
is being schooled in his duties. The 
importance of the selection of instruc- 
tors should be recognized. Many men 
efficient in their work are not of the 
type that make the best instructors. 
Following the schooling period, when 
the employee is allowed, to work with- 
out the guiding hand of the instructor, 
he should be encouraged, and if there 
is room for just criticism, he should 
be criticised firmly but fairly, care 
being taken to point out mistakes of 
judgment or violation of rules. 

The better way of doing it does not 


the 


always involve infliction of severe dis- 
cipline. If the problems of instruction 
are handled properly, every employee 
will be made to feel that his employ- 
ment is a great and worthy undertak- 
ing, that he is a partner whose indi- 
vidual judgment is valued and his wel- 
fare is of the utmost importance to the 
successful operation of the organiza- 
tion as a whole, for, it must be remem- 
bered, our employees are in a sense the 
servants of the public. 

In recent years the introduction into 
industrial life of many who are 
strangers to American ways has greatly 
complicated our problem of serving 
the public. This condition makes it 
all the more necessary for the estab- 
lishment of some definite means to 
build up mutual confidence and elimi- 
nate misunderstandings. 

Just now what method or agency 
should be utilized to cultivate this 
co-operation may be a question. It is 
being done not through any personal 
department or other special organiza- 


tion, but by the officials, including 
supervisory forces, who are respon- 
sible for the management of each 
department, for these officials, the 
intermediate bosses, must lift the rank 
and file to a higher plane of under- 
standing and responsibility. 

This is not the task of one whose 
connection with the organization is 
vague and temporary. The executive 
officers must support the supervisory 
forces in doing that work and must 
inspire them to do it. The supervisory 
forces are likely at first to object, 
because it may appear to them to take 
away some of their authority or to 
jeopardize their prestige with their 
subordinates. However, when they 
actually understand the subject thor- 
oughly, they are usually convinced that 
it means more responsibility and more 
prestige for themselves, which, of 
course, results in better relationships 
throughout the organization, This 
accomplished, proper relations will ex- 
ist between the utility and the public. 


There Should Be Relief From the Paving Tax* 


The Tax and Paving Requirements Now Imposed on Street Railways Result in 
Unfairness and Discrimination 


By ALFRED T. DAVISON 
General Counsel Third Avenue Railway System, New York 


HE report made this year by the 

joint legislative committee on tax- 
ation and retrenchment of the State 
of New York, of which Senator Fred- 
erick M. Davenport is chairman, shows 
that the street railways of the state 
are subjected to tax burdens which are 
grossly unequal compared with other 
utilities and corporations generally. 

The iniquity of the situation arises 
from the fact that the agent of the 
state, namely, the public utility com- 
missions, which have the power to reg- 
ulate rates and service, thus regulating 
earnings, act independently of, and 
have no relation whatever to, the tax 
burdens imposed by the state under 
laws created before the establishment 
of these regulatory bodies. If public 
utilities are to be used as tax collectors 
or sources of revenue they should be 
able to pass on the tax paid to the 
consumer, and thus the result would be 
that the consumer is really paying the 
tax. 

The taxation on street railways oper- 
ating in New York State is as follows: 

Taxes levied by the United States: 
Federal income tax. 

Taxes levied directly by the State of 
New York: Franchise tax on gross 
earnings. This tax is equivalent to 
1 per cent upon its gross earnings from 
all sources in the state and 8 per cent 
upon the amount of dividends declared 
or paid in excess of 4 per cent. _ 

Taxes collected by municipalities un- 
der the authority of the state: Special 
franchise tax, taxes on real estate, pav- 
ing, the cost of cleaning snow from 
streets. 


*Abstract of paper presented -at_annual 
convention of New York Blectric Railway 
Association, Bluff Point, N. Y., June 24, 1922. 


Taxes collected by municipalities 
alone. (These taxes are not collected 
in all municipalities): car license fees, 
percentages of gross earnings, fees for 
uses of bridges. 

In New York City street railway 
companies may not use sweepers unless 
they agree to clean certain streets from 
house line to house line. 

Imposing as this array of taxes is, 
the greatest of all the burdens is pav- 
ing. Before considering this obligation, 
however, I call attention to four prin- 
ciples which must necessarily govern 
any system of public utility taxation. 


FUNDAMENTALS OF PUBLIC UTILITY 
TAXATION 


1. It is an injustice to ask owners to 
dedicate their property for the public 
use, receive no return from it, and then 
require them to pay taxes taken from 
their principal and not from their net 
earnings. 

2. Street railways cannot be treated 
as tax collectors. The very nature of 
a fixed fare prevents the tax from 
being passed on to the public, and in- 
creased fares result in loss of traffic. 

3. Every tax burden placed upon a 
street railway, other than a tax on its 
net income over and above a fair re- 
turn on its property, diverts money 
which should otherwise be used in giv- 
ing service to the public. 

4. To the extent that taxation de- 
prives capital of a fair return, any 
taxation other than a tax on net in- 
come over and above a fair return pre- 
vents street railway corporations from 
attracting capital for extensions. 

The constitutionality of the statutes 
under which paving obligations have 
been imposed upon street railways is 
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upheid on the ground that the states 
in imposing such obligations are exercis- 
ing the taxing power. 


HISTORY OF OBLIGATION 


The paving obligation is a relic of 
the days of horse cars, when the horses 
did cause more or less wear and tear of 
the pavement and when the pavement 
was very simple, and it was not such 
an obligation as now exists, with the 
improved types of pavements involving 
the enormous expenditures. The pav- 
ing obligation has survived the con- 
ditions which gave rise to it and now 
diverts the earnings of the company to 
uses which are entirely unconnected 
with service. 

Every dollar from earnings which 
the street railway company is required 
to pay for paving means there is just 
so much less which the Public Service 
Commission can order expended for 
service or improvements. 

The specific relief which we now ask 
is that the gross injustice now suffered 
by street surface railroads by reason 
of the paving obligation, under Section 
178 of the railroad law, be removed, 
and that there be substituted therefor 
a paving requirement based upon fair 
and equitable principles, which will 
have reference to engineering features, 
and not constitute contributions by way 
of taxes. 


UNFAIRNESS OF PRESENT PAVING 
OBLIGATION 


The standard gage of car tracks in 
New York is 4 ft. 8% in. and in double- 
track operation the width of the space 
between the tracks is usually 5 ft. 
Adding to this the 2 ft. in width out- 
side of the tracks, as provided by the 
law, in each street where there is 
couble track the street railways have 
to pave and keep in repair from 18 to 
19 ft. of the roadway. This is from 
one-third to two-thirds the entire pay- 
ing on those streets. The practical re- 
sult is that in the streets where street 
railroads operate, new and more costly 
types of pavement are constantly being 
substituted for pavement which is still 
in good condition, because the com- 
panies must finance a large part of the 
cost of such improvement. Also, as a 
large general taxpayer, the company 
must bear its proportion of the cost of 
all other paving. 

From 1911 to 1920 the street rail- 
ways of New York State each year 
expended for paving alone an average 
of 23.4 per cent of their net income, or, 
to put it in another way, the paving 
expense has amounted to approximately 
5 per cent of the total operating ex- 
penses of the companies during that 
time. 

During these years in the metropolitan 
area, for every 100 cents°expended for 
track and roadway purposes, other 
than paving, from 40 to 80 cents addi- 
tional was expended for paving. 

The percentage which the area main- 
tained by the railways bears to the 
total paved area in those streets in New 
York City is 35 per cent; in Utica, 38.6 
per cent; in Syracuse, 46 per cent; in 
Rochester, 56 per cent. 


The great increase in number otf 
motor vehicles has resulted in _le.s 
riding on street cars. At the same 
t.me these motor vehicles have greatly 
increased the wear and tear upon tue 
pavement in the streets upon which 
they operate. From 40 per cent to over 
90 per cent of the total vehicular 
traffic in the streets operate over the 
railway area, so that the railway com- 
pany is not only paying for the pave- 
ment so worn out by vehicles but for 
a larger proportion of this damage than 
is borne by the municipalities. 


WHat Is THE REMEDY? 


In seven states, namely, Pennsyl- 
vania, Maryland, Georgia, Arkansas, 
Indiana, Oregon and Washington, there 
are no general statutes covering the 
subject of paving. In other states, 
such as New Jersey, Virginia, Kentucky, 
Texas, Ohio, Illinois, Michigan, Minne- 
sota and Wisconsin, the municipal 
authorities have the right to determine 
or impose the paving obligation. 

In view of the decision of the United 
States Supreme Court to which atten- 
tion will later be called, it is unim- 
portant to determine whether the mu- 
nicipal authorities in imposing such 
obligations do so by way of taxation or 
by way of contractual obligations im- 
posed in the franchises themselves. 

In Massachusetts, Connecticut and 
California drastic obligations similar 
in form to those now in force in New 
York have been modified. 

While the street railways should 

be entirely relieved from this obliga- 
tion, in view of the fact that the city 
authorities have claimed that the oper- 
ation of electric cars on the streets 
does cause some deterioration of the 
pavement, it was argued before the 
Legislature of the State of New York 
at the last session that the most which 
the companies should be required to do 
is that required by the State of Conn- 
ecticut, namely: 
* * * the cost of restoring to its former 
condition so much of the highway included 
within a distance of 8 in. on each side of 
each rail as shall have become in need of 
repair in consequence of-the existence and 
use of such tracks. No such company 
shall be compelled to pave or repave or to 
pay the cost of paving or repaving any por- 
tion of the highway in which its tracks are 
laid, except as provided herein. 

The relief then suggested was two- 
fold, viz.: 

1. Eliminate any obligation on street 
railways to do any original paving. 
The only reason ever advanced why 
street railways should do any paving 
being that the operation of their cars 
caused deterioration of the pavement 
and as they cannot cause the deterio- 
ration to a pavement which has not yet 
been laid, the railway company should 
only be required to maintain a certain 
part of the pavement after it has been 
laid. : 

2. Reduce the obligation to repair to 
the wear and tear or damage done in 
consequence of the existence and use 
of the tracks over a maximum area of 
§ in. on each side of each tram rail. 

A bill was introduced at the 1922 
session of the Legislature of New York 
whereby the railroad law would have 


been amended along these lines. The 
cities which so greatly benefit under 
the present law objected, but their ob- 
jection was shown to be without merit, 
because under the proposed form of 
relief the railways would still be re- 
quired to pay directly for the actual 
damage they do, and that is more than 
is required from any other user of the 
street. 


FRANCHISE OBLIGATION REMOVABLE 


The question has been raised a 
number of times whether street raii- 
ways can be relieved from the paving 
obligations when embodied in the 
franchises themselves. There are two 
decisions in the United States Supreme 
Court which, in my opinion, squarely 
uphold the authority of the state to 
alter paving obligations, even when 
contained in franchises. One of these 
is Worcester vs. Street Railway Com- 
pany, 196 U. S., 539, and the rule of 
this case has been applied frequently in 
later decisions by the Supreme Court, 
noticeably in City of Pawhuska vs. 
Pawhuska Oil & Gas Company, 250 
U. S., 394. The second decision to 
which 1 refer is City of Chicago vs. 
Chicago Railway Company, and decided 
in November, 1921. These show there 
is no legal obstacle in the way of ob- 
taining relief. 

No relief was granted at the last 
session of the New York Legislature. 
A committee has been appointed by this 
association and will endeavor to confer 
with a committee appointed by the 
Mayor’s conference to see if they can 
agree upon some recommendation for 
the much-needed relief. The right- 
eousness of our cause should inspire 
us to leave no effort untried which will 
possibly aid in the accomplishment of 
this relief. 


Affiliation of Boston Engineering 
Societies 


INE engineering societies with a 

total non-duplicating membership 
of about 3,500 have completed organi- 
zation as the Affiliated Technical 
Societies of- Boston and have estab- 
lished headquarters at 715 Tremont 
Temple, on the premises formerly 
occupied by the Boston Society of Civil 
Engineers and the New England 
Waterworks Association. The affilia- 
tion received a charter from the State 
of Massachusetts on June 12 and is 
the outgrowth of various informal 
meetings during the past year. The 
participating organizations are the 
Boston Society of Civil Engineers, 
which is the oldest engineering organi- 
zation in America; Boston sections of 
the American Institute of Electrical 
Engineers, American Society of Me- 
chanical Engineers and American In- 
stitute of Mining and Metallurgical 
Engineers, New England Waterworks 
Association, Plant Engineers’ Club, 
Northeastern Section American Society 
of Civil Engineers, Massachusetts 
Chapter American Society of Heating 
and Ventilating Engineers and Boston 
Chapter American Association of 
Engineers. 
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Record Attendance at A.R.A. 


HE final figures for the registra- 

tion at the American Railway 
Association convention, recently held 
at Atlantic City, show an attendance 
larger than ever before. There were 
fewer supply men and ladies at the 
meetings this year, but this decrease 
was more than offset by the increase 
in the number of railroad men and their 
families who registered. There were 
2,339 railroad men registered this year, 
as against 2,024 in 1920. The total 
registration for the two years was 
6,254 for 1922 and 6,073 for 1920. The 
total registration at the American 
Electric Railway Association conven- 
tion in 1920 was 3,330. 


American 


Association News 


Advertising Section Has 
Made Good 


RATIFYING results have been ob- 

tained by the Advertising Section 
of the American Electric Railway Asso- 
ciation, according to a preliminary re- 
port just made to Guy E. Tripp, chair- 
man of the Committee of One Hundred, 
by Henry R. Hayes, secretary-treasurer 
of the committee. 

The Section began to function on 
Jan. 1, 1921, with Labert St. Clair, who 
had charge of the publicity work for the 
Federal Electric Railways Commission, 
as director, working under the immed- 
iate supervision of the association com- 
mittee on publicity and Mr. Hayes. , 

Funds for carrying on the work first 
were advanced by the association and 
later raised by voluntary subscription. 
Mr. Hayes reports that generous sup- 
port has been forthcoming from elec- 
tric railway companies and manufac- 
turers, both members and non-members 
of the association, but that the books 
are still open to subscription. 

Although the work of the committee 
is carried on from association head- 
quarters, no discrimination is shown 
between member and non-member com- 
panies. The movement is for the gen- 
eral good of the industry. 

“The efforts of the advertising section 
have been highly successful,” Mr. Hayes 
says in his preliminary report. “It has 
obtained a large amount of constructive 
publicity in the daily newspapers and 
periodicals for the electric railway in- 
dustry; has prepared and distributed a 
large amount of printed advertising ma- 
terial dealing with electric railway 
situations of national interest; and ren- 
dered personal services in special cases 
to many individual companies. Service 
is given to all electric railway com- 
panies by the advertising section re- 
gardless of whether they are members 
of the association or not. 

“The committee on publicity of the 
association reports monthly on the joint 


activities of itself and the advertising 
section to the executive committee of 
the association, and I am in constant 
touch with the character of the work 
that is being done.” 

Probably the most constructive work 
done by the section has been that of 
giving electric railway news a real 
standing in the papers and periodicals 
of the country. The policy of the sec- 
tion, as laid down by the committee on 
publicity and indorsed by the Committee 
of One Hundred, has been that of ab- 
solute truth in all dealings with the 
press. No attempt has been made to 
“put over” stories without news merit 
and the result is that today electric 
ra.lway news is received at the source 
of national and local news channels 
with the same credit as other news 
from unquestioned sources. 

An effective country-wide organiza- 
tion for the dissemination of electric 
railway advertising material also has 
been built up outside the section’s 
newspaper and periodical connections. 
The section has a correspondent on 
every electric railway property and in 
every manufacturing plant producing 
electric railway materials and supplies 
in the United States and its possessions 
and in Canada. It also co-operates with 
directors of state public util.ty informa- 
tion committees in thirty states. An 
advisory committee of eight working 
publicity men meet regularly with the 
director and make recommendations to 
the general committee on publicity. 


Membership Committee 
MEETING of this committee was 
held on board the S. S. South 

American on June 28 in connection 
with the cruise of the Central Electric 
Railway Association. Those present 
were: Chairman F. R. Coates, W. S. 
Rodger, F. G. Buffe, M. B. Lambert, H. 
J. Kenfield and L. E. Gould, with R. R. 
Holden representing the exhibits com- 
mittee, C. W. Kelly, director of ex- 
hibits and Secretary J. W. Welsh. 
Various suggestions were considered 
and definite plans laid for pursuing 
more actively the work of securing new 
railway and manufacturer members. 
Co-operation with the exhibits commit- 
tee will be followed closely in getting 
the non-member manufacturers into the 
association so they may take advantage 
of the much improved conditions in the 
industry exhibit. 


Committee on Highway Construc- 
tion and Maintenance 


AST month President Todd appointed 

a committee to make a report at 

the Chicago convention. The subject 
assigned to it for study is the cost of 
construction and maintenance of high- 
ways. There are nine members consist- 
ing of a chairman, four other executives. 
and four way engineers. The personnel 
of the committee is as follows: W. J. 
Harvie, Auburn, N. Y., chairman; W. 
H. Sawyer, East St. Louis, Ill.; S. W. 
Greenland, Fort Wayne, Ind.; J. H. 
Hanna, Washington, D. C.; C. M. 


Cheney, Des Moines, Ia.; W. F. Graves, 
Montreal, Que.; E. P. Roundey, Utica, 
N. Y¥.; H. M. Steward, Boston, Mass., 


~ and E. C. Johnson, Los Angeles, Cal. 


The committee held a preliminary 
meeting on June 22 at the New York 
headquarters. Its purpose, as outlined 
by the chairman, is to secure statistics 
along the lines of the title of the com- 
mittee, such as the mileage of state 
highways improved by years for the 
last five years, construction costs, 
maintenance costs, origin of funds by 
which these costs were defrayed and 
other pertinent information. This in- 
formation will be secured from railway 
companies which are in a position easily 
te obtain it, and the committee hopes 
that its request for assistance will re- 
ceive consideration. An extended re- 
port can hardly be prepared in time 
for the October convention, but the 
committee hopes that some facts at 
least can be presented. 


Mail Pay Case Reopened 


HE Interstate Commerce Commis- 

sion has reopened the case involv- 
ing electric railway mail pay. A 
petition to the commission for the 
reopening of this case was made by the 
American Electric Railway Association, 
which asked the commission to re- 
examine the facts and circumstances 
surrounding the transportation of mail 
matter on electric railways and the 
service performed by them in connec- 
tion therewith so as to fix fair and 
reasonable rates in compensation there- 
for. After a study of this petition and 
of the answer to it of the Postmiaster- 
General, the commission has decided to 
reopen the case. 


Exhibits Committee 


HE second general meeting of the 

convention exhibits committee was 
held in the office of Chairman E. J. 
Blair, Chicago, on June 24.. An un- 
usual demand for space was reported, 
due principally to the number of new 
exhibitors applying for exhibit privi- 
leges. The actual amount of space 
applied for during the first three weeks 
was approximately 50 per cent greater 
than for the corresponding period at 
the last exhibit. At present there is 
a greater amount of space available on 
account of the great size of the pier. 
It is the plan of the committee, how- 
ever, definitely to assign the space ap- 
plied for at its next meeting on Aug. 1, 
filling up the sections as assignments 
are made. This will make difficult an 
expansion of the space of any exhibi- 
tor, thereafter, and so the committee is 
urging all applicants to arrange 
adequately for their requirements in 
advance of the next committee meet- 
ing. The following sub-committees were 
appointed: Heavy outdoor exhibits: H. 
H. Adams, Walter Cummings; elec- 
tricity and air, C. H. Jones, R. R. Hol- 
den; restaurants, J. C. McQuiston, R. 
B. Fisher; meeting rooms and decora- 
tions, L. E. Gould, W. J. Walsh, L. W. 
Shugg. 
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Recent Happenings in Great Britain 


“South Eastern Railway Electrification—Underground 
Railways Development—Manufacturing Profits 


(From Our British News Representative) . 


HE outstanding matter in the elec- 

tric traction field in this country is 
the preparation which is being made for 
the conversion to electric traction of the 
suburban lines of the South Eastern & 
Chatham Railway. 


The South Eastern 
Scheme 


On June 2 a special meeting of the 
South Hastern Railway agreed to an 
application being made, in concert with 
the London, Chatham & Dover Rail- 
way, to the Ministry of Transport for 
an order to authorize the companies to 
construct electric generating stations, 
to enter into an agreement with a con- 
struction company for the construction 
of a generating station at Charlton, on 
the banks of the Thames estuary, and 
for the, construction, supply to and use 
by the two railway companies of elec- 
trical works, rolling stock, plant. and 
equipment for working the traffic on 
the companies’ suburban railways by 
electrical power. This is the scheme to 
which reference has been made pre- 
viously and it involves a route mileage 
of 94, or 210 miles of single track. A 
government guarantee on £6,500,000, 
principal interest, under the trade facil- 
ities act has been obtained. The con- 
struction company will electrify the 
lines and there will be a lease by it to 
the two railway companies of the elec- 
trical works. The cost of the work will 
be raised by redeemable debentures or 
loans and on redemption the works will 
become the property of the railway 
companies. It is proposed that the 
three-wire system of electric distribu- 
tion shall be adopted. That system has 
never been used on any British electric 
railway before except on the City & 
South London Railway. 


Plans Made 
to Start Work 


At the meeting on June 2 Cosmo Bon- 
sor, the chairman, gave further details 
of the financial arrangements, which 
are probably unique. He said that 
there was to be no public issue, no com- 
mission paid, no underwriting, no as- 
sistance from any intermediary. They 
had formed a private construction com- 
pany; it had been registered and sub- 
scribed. They were thus at once ready 
for work. The construction company 
created what was known as a deben- 
ture, not paid up. It was lodged at 
the Bank of England, with a Treasury 
mandate attached, on which the money 
would be borrowed as required for the 
construction of the works. The govern- 
ment security would be for £6,500,000 
and on the security they would borrow 
for a period of twenty-five years. The 
Bank of England, holding the security, 


had. agreed to lend the money as re- 
quired at a rate of interest not exceed- 
ing bank rate. ‘The works were to be 
completed in three years. They might 
also during construction go to the 
money market and borrow on _ short 
loans. The scheme would directly em- 
ploy 4,000 men. 

At a hearing in the end of May and 
early in June by the Electricity Com- 
missioners’ in an application by the 
South Eastern & Chatham Railways 
managing committee for the Commis- 
sioners’ consent to the construction of 
the necessary generating station some 
additional points of importance were 
brought out. The £6,500,000 guarantee 
is for the first stage only of the total 
scheme of the companies. The con- 
struction company consists of five mem- 
bers of the managing committee and 
two of their officers. It will have a capi- 
tal of only about £10,000 and will carry 
out the work with the £6,500,000 raised 
under the guarantee mentioned. The 
cost of the generating station is esti- 
mated at £1,180,000. The maximum de- 
mand anticipated for this first stage is 
29,000 kw. and the output 90,000,000 
units per annum. The estimated cost 
of production is put at about 3d. per 
unit. .The frequency proposed is 25 
cycles per second, that being the fre- 
quency already in use by the London & 
South Western and the Brighton Rail- 
ways. 


Underground Improvements 
Imminent 


The 
companies, having got their government 
guarantee under the trade facilities act 
for their proposed extensions and im- 
provements (particulars: of which have 
been previously given) have issued: a 
statement showing that £1,000,000 is to 
be raised by second debenture stock of 
the London Electric Railway and 
£1,500,000 by second debenture stock of 
the City & South London Railway, for 
which the companies already have 
powers, and such further amounts as 
may be authorized by Parliament up to 
a maximum of £6,000,000. The stocks 
are to be issued as redeemable deben- 
tures at rates of interest not exceeding 
5 per cent per annum. Repayment is to 
be by 1972, with the option to the com- 
panies to redeem after 1942. The stocks 
will be a charge on the common fund of 
the associated companies, out of which 
the prior charges of all the companies 
are paid. The government’s contingent 
liability in present circumstances is 
practically negligible. The companies 
are making application to Parliament 
for the necessary increase in borrowing 
powers and for authority to pay inter- 
est out of capital during the construc- 


London underground railway. 


tion period. A number of contracts for 
the new’ works have now been let, and 
there will be no avoidable delay in be- 
ginning operations. Work will be pro- 
vided for about 20,000 men, including 
men engaged on the manufacture of 
materials. 


City Purchases 
Glasgow Subway 


Glasgow Town Council on May 25 de- 
cided by a majority of votes to agree 
to the purchase of the Glasgow Dis- 
trict Subway at a price of £385,000. The 
directors of the subway company have 
agreed to the figure, though it means 
only 10s. per £10 share in the company. 
As was explained on a previous occa- 
sion, the subway is a circular route 
underground cable- railway which ~has 
been in financial difficulties for a long 
time. These difficulties were of course 
largely due to the competition of the’ 
municipal electric tramways. Now the 
subway should pay, seeing that there, 
will only be a nominal capital liability | 
on it. The fate of the shareholders in 
the underground road is the dismal 
aspect of the.case. 

People who are inclined to think that 
the tramways will be superseded may 
profitably direct their attention to some 
recent remarks by a leading British 
tramway expert. J. B. Hamilton, gen- 
eral manager of Leeds City Tramways 
and chairman of the Bath Tramways, 
recently returned from a tour around 
the world. Speaking at a meeting of 
the Bath company early in May, he said 
that those who had invested their 
money in tramways in Britain need 
have no fear that such undertakings 
would be superseded by other forms of 
traction. In all cities of the world 
where the electric tramcar was prac- 
tically doing the work of transportation 
it.was, in his view, likely to continue 
to do so. 

Presiding at the annual meeting in 
London on May 16 of the English Elec- 
tric Company, Sir Charles Ellis said 
that in recommending a dividend of 5 
per cent on the ordinary shares the di- 
rectors considered that they had recon- 
ciled the natural expectations of the 
shareholders -with the needs of a diffi- 
cult and obscure period to come. The 
state of things abroad was unprece- 
dented; many foreign markets were 
closed; others still languished. Owing 
to a serious industrial dispute the engi- 
neering industry had this year to face 
peculiar difficulties. He was of the 
opinion that the best. way out of pres- . 
ent difficulties in general would be 
found through the efforts of private 
enterprise. 

With the help and assistance of five 
powerful associations of world-wide 
reputation this company had recently 
formed the Power & ‘Traction Finance 
Company, with the object of dealing 
with comprehensive engineering con- 
tracts on a large scale. During the last 
vear the English Electric Company had 
secured many important contracts, in- 
cluding railway electrification paises 
in Spain and Japan: 
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Commission Approves Grant 


New Franchise of Grand Rapids Rail- 
way Will Go Before Voters— 
Sliding Fare Scale 


Many months of negotiation have re- 
sulted in the approval by the City 
Commission of Grand Rapids, Mich., on 
June 12 of the franchise ordinance 
giving the Grand Rapids Railway a 
new franchise grant to conduct a street 
railway business in the city of Grand 
Rapids for a period of thirty years. 
On June 13 the franchise provisions . 
were accepted by the Grand Rapids 
Railway. It remains now for the elec- 
‘tors of the city to approve the grant... 
Just as soon as they do this the fran- 
chise will become effective. It seems 
likely that the proposed franchise will 
be put up to the voters as planned at 
the primary election on Sept. 12. The 
company has been operating without a 
franchise for many months. Various 
developments in the negotiations have 
been noted in the Electric Railway 
Journal since January of this year. 

Under the new grant the company 
will be permitted to charge a 10-cent 
fare with seven tickets for 50 cents 
at least for three months from the 
adoption of this franchise. At the ex- 
piration of this period the rate of fare 
will be increased or decreased in fixed 
steps according to the following 
schedule: y 


“4 cents cash and thirteen tickets for 50 
cents. 
5 cents cash and seven tickets for 25 
cents. 
5 cents cash and six tickets for 25 cents. 
5 cents cash and eleven tickets for 50 
cents. Tx 
5 cents cash. 
10 cents cash and five tickets for 25 cents, 
10 cents cash and nine tickets for 50 cents, 
10 cents cash and four tickets for 25 cents. 
10 cents cash and seven tickets for 50 cents. 


An “Automatic Fare Equalization 
Account” is provided for determining 
the fare basis. This section provides 
in part: 


Whenever there shall be a net debit of 
more than $50,000 to the equalization ac- 
count then the next higher rate of fare 
and the next lower rate of return shall be 
-and become effective ; whenever-there shall 
be a net debit exceeding $100,000 to the 
equalization account then the next higher 
rate of fare and the next lower rate of re- 
return shall be and become effective and 
the rate of fare shall be further increased 
from time to time in like steps until the 
debit to the said equalization account is 
wiped out. Whenever the net credit to the 
equalization account exceeds $50,000 the 
next lower rate of fare shall be and become 
effective; whenever the net credit exceeds 
$100,000 the next lower rate of fare shall be 
and become effective and all amounts to the 
eredit of the equalization account in excess 
of $100,000 shall be used as a basis for 
‘further reductions in fare and in like 
steps. 


The value of the property is fixed at 
$5,500,000 as of Jan. 1, 1922, with the 
city or the grantee having the privilege 
after the first five years of request- 
ing a re-valuation at any time. The 
initial rate of return is to be 8 per 


cent. The return is, however, to be 
decreased 4 of 1.per cent whenever the 
rate of fare is increased one step. Thus 
when the cash or ticket fare in effect 
is less than 5 cents the return to the 
company is to be increased 4 of 1 per 
cent for each step that the fare is 
reduced. 

The grant also provides for a de- 
preciation fund to which is to be 
eredited monthly an amount sufficient 
to offset depreciation. The amount so 
credited to the depreciation account, 
until changed by mutual agreement or 
by arbitration, has been placed at the 
rate of 3 per cent per annum on the 
then value of all the grantee’s prop- 
erty less the salvage received. At no 
time can the balance in the deprecia- 
tion account including interest, etc., be 
more than 15 per cent. 

The franchise does not permit the 
Grand Rapids Railway to sell or sublet 
to another unless such step is approved 
by the City Commission. All fin- 
ancing must be subject to the approval 
of the Public Utilities Commission. 

Several sections included in the fran- 
chise draft before it was complete and 
given in the Electric Railway Journal 
of May 6 remain the same. They in- 
elude provisions on extensions, reports 
to be submitted, right of city to buy 
property, etc. 


Lynchburg Wages Reduced 


According to a new wage bulletin 
dated May 17, 1922, wages of conduc- 
tors and motormen of the Lynchburg 
Traction & Light Company, Lynchburg, 
Va., were reduced 5 cents an hour, 1 
cent each two weeks extending over a 
period from June 1 to Aug. 1. This 
scale in cents per hour is as follows: 
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On Nov. 1, 1921 a wage scale became 
effective ranging from 89 cents to 45 
cents an hour which was a reduction of 
5 cents an hour from the schedule in 
effect to Nov. 1, 1921. With.the pres- 
ent sliding scale reduction this makes 
two 5-cent reductions since October, 
1921. The Nov. 1 scale for motormen 
and conductors in cents per hour was: 


For the first year's'service.....0..0..0.¢....00. 39 
For the second year’s service...........-. Tiel eae 
For the third year’s service. .......-......--+0. 43 
For the fourth year’s service.............-.-... 44 
For the fifth year’s service and thereafter........ 49 


Report Submitted | 


Outlines Hollywood Improvements to 
City Council and Progress of Pa- 
cific Electric Railway 


In addition to the proposed exten- 
sive program of the Pacific Electric 
Railway to expend $2,500,000 in con- 
structing a subway 1 mile long out of 
its present Hill Street Terminal and 
the purchase of fifty new cars to im- 
prove the Hollywood street car serv- 


“ice, as ordered by the California State 


Railroad Commission, ‘Chief Engineer 
H. Z. Osborne, Jr., of the Los Angeles 
Board of Public Utilities has presented 
a report to the City Council outlining 
the progress the Pacific Electric is 
making with its improvements. The 
first of the new cars will arrive July 
10 and the application for the subway 
franchise is in the hands of the city 
for adoption. The railway company 
has purchased a portion of the new 
right-of-way required for the subway. 


Bus SERVICE RECOMMENDED 


In Mr. Osborne’s report to the City 
Council he outlined his plan for im- 
proving the Hollywood street car sery- 
ice, which included a change of the 
present 6-cent fare zone on the Pa- 
cific Electric Railway, the construction 
of a belt line about the business dis- 
trict of Hollywood, double-tracking and 
extensions of the Los Angeles Railway 
lines, the operation of a municipal bus 
line service in certain sections on Ver- 
mont Avenue, and bus line service in 
certain sections of Hollywood by the 
Pacific Electric. 

The report states that the Pacific 
Electric has purchased the fifty new 
street cars for special Hollywood 
service and that the site for the west 
entrance of the proposed Pacific Elec- 
tric subway under Bunker Hill has 
been obtained by the company. The 
utilities board’s report states that it 
indorses a change of the 6-cent fare 
limit zone for the Hollywood district, 
now fixed for Sanborn Junction. It 
recommends that the zone limit be 
extended to Hollywood Boulevard and 
Vermont Avenue for the Hollywood 
Boulevard line, and Santa Monica 
Boulevard and Western Avenue for the 
Santa Monica Boulevard line. 


BELT LINE PROBABLE 


Additional improvements which the 
utilities board recommended were the 
operation of a belt line in the Holly- 
wood district to serve local Hollywood 
needs and adequate transportation to 
provide crosstown service, such service 
to be provided by motor buses in the 
event that the extension of the Los 
Angeles Railway line is impossible at 
this time. 
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Des Moines Grant Invalid 


Lower Court Rules Against New Fran- 
chise Awarded Last Fall—Decision 
to Be Appealed 


Judge James C. Hume of the Polk 
County District Court has made a 
decision in the Des Moines City Rail- 
way franchise case in which he declar- 
ed invalid the franchise recently se- 
cured by an overwhelming vote. 

Judge Hume’s ruling is on the suit 
brought by Grant Van Horn represent- 
ing the North Des Moines Improvement 
League. 

In brief he holds in his decision that 
the franchise is invalid because: 


It is an exclusive franchise. 

It was not properly advertised. 

It permits the company to charge a rate 
of fare in excess of that justified as a fair 
return upon the reasonable value of the 
property. 

The city of Des Moines was without 
power to repeal the existing 5-cent fare. 

The people have a vested interest in the 
then existing 5-cent fare franchise. 

The adoption of the franchise was out- 
side the scope of the city’s authority. 

F. C. Chambers, general manager of 
the Des Moines City Railway, an- 
nounced that his company would ap- 
peal the case to the State Supreme 
Court and until that decision was ren- 
dered would continue the 8-cent fare. 

Former Corporation Counsel H. W. 
Byers, who conducted the case for the 
North Des Moines Improvement League, 
claimed that in view of Judge 
Hume’s decision the railway, if it col- 
lected 8-cent fares, must give a receipt 
so that the rider may be protected for 
a refund of 3 cents. 

A suit to restrain the city from 
holding the election was brought on 
Noy. 18, 1921. Judge Hume granted 
a temporary injunction — restrain- 


ing the holding of the election. The. 


case was then taken to the State Su- 
preme Court and an order was made by 
Justice Stevens permitting the election 
to be held and remanding the case back 
to the district court for trial. 

The case was opened in the district 
court on May 29 and closed on June 9. 

Further reasons than those men- 
tioned above for rendering the decision 
are named by Judge Hume. He claims 
that the franchise ordinance contains 
more than one subject and subjects 
not clearly set out in the title. Fur- 
ther that the City Council passed the 
franchise ordinance without the proper 
legal publication. 

In his decision Judge Hume ecriti- 
cised the tactics employed in conduct- 
ing the pre-election campaign. The 
campaign was conducted by leading 
business men of the city and was in 
charge of Alexander Fitzhugh, a 
former president of the Des Moines 
Chamber of Commerce and now sec- 
retary-director of the Greater Des 
Moines committee. Mr. Fitzhugh’s 
integrity has always been beyond re- 
proach in Des Moines and he has been 
considered one of the most influential 
business men in Des Moines. 

The outcome of the election held on 
Nov. 28 was a popular one and the vote 
was overwhelmingly for the new fran- 
chise. Since the franchise was granted 


the Des Moines City Railway has spent 
large sums of money in rebuilding and 
general satisfaction has been expressed 
over the improved service now being 
furnished. 

The city of Des Moines will be a 
party to the appeal to the Supreme 
Court. This is a foregone conclusion. 
Some interesting developments in the 
Des Moines case may be expected dur- 
ing the next few months. 

As a matter of fact the city of Des 
Moines has been injured by the damag- 
ing advertising its railway tangle has 
received in the past five years. It 
will be up to the higher courts to pass 
conclusively on the ruling made by 
Judge Hume, but to the great bulk 
of the citizens there is no satisfaction 
in the ruling just rendered. 


Wage Agreement Renewed 
in Brooklyn 


Announcement was made on June 28 
that the present wage scale for em- 
ployees of the Brooklyn (N. Y.) Rapid 
Transit System now in service in the 
respective groups of employees in- 
cluded in the Employees’ Representa- 
tion Plan would be continued for an- 
other year, until Aug. 3, 1923. 

The Brooklyn City Railroad, through 
H. Hobart Porter, its vice-president, 
also announced that similar action had 
been taken in respect to the wage scale 
for its employees. 

The decision to continue the present 
wage scale for these groups of em- 
ployees for another year was based on 
the recommendation of the committees 
of employees’ representatives elected 
under the Employees’ Representation 
Plan. The recommendation of the Em- 
ployees’ Representatives was con- 
curred in by representatives of the 
management. Their recommendation 
was based on a thorough investigation 
into the changes in living cost during 
the past year, which was made jointly 
by representatives of the employees 
and the management and extended over 
a period of five weeks. 


Wage Matter to Be Settled 
by Arbitration 


The dispute between the employees 
and the management of the Michigan 
United Railways over the wage reduc- 
tion proposed by the company will be 
settled by an arbitration board. The 
wage agreement between the company 
and the union expired on May 31. 
Meanwhile the men are understood to 
be working at a reduction of 2 cents an 
hour under the old scale, pending the 
result of the arbitration award. John 
F. Collins, vice-president and general 
manager of the company, said: 


We are not getting in enough money to 
care for our cost of operation. We have 
cut expenses, at every possible corner, to 
the point where safety prevents further 
cuts. There remain only the wages for 
readjustment. The employees and the 
public are the only ones who benefit now 
from the operation of the road. Those 
who put their good money into the prop- 
erty are getting nothing in return and are 
standing by while the road goes further 
and further in the hole. 


Subway Plan Outlined 


Chicago Again Takes Steps Towar 
Consummation of Plan for Uni- 
fication of Transit Lines 


Means by which Chicago may tak 
over surface and elevated lines and pro 
ceed with the construction of a subwa) 
system were outlined in a report an 
opinion, accompanied by the draft o 
a proposed ordinance, submitted to th 
local transportation committee of th 
City Council on June 26. It was expecte: 
that action by the City Coune 
would be deferred until fall and | 
popular referendum held then. 

Issuance of public utility certificate 
under authority of the municipal owner 
ship act is the principal recommenda 
tion. The ordinance provides the cit: 
may not undertake operation or leas 
the properties until the propositio1 
shall have been submitted to the elec 
tors. In their report the lawyers fo 
the committee assert municipal owner 
ship is “imperative and desireable 
and point to the impossibility of finan 
cing extensions of present lines. Refer 
ence is made to the Parsons-Arnold 
Ridgway. report of 1916 that an initia 
construction program to double presen 
facilities would cost at least $86,000, 
000, and that a completed plan woul 
cost minimum of $275,000,000. Th 
report continues: 


Obviously no such sums of money couk 
be raised by the existing surface lines 
dependent as they are upon. short-tern 
franchises, nor could they raise any sucl 
sums even if the laws of the state wer 
so altered as to permit the granting o 
longer,or indeterminate franchises. Further 
we believe it has been demonstrated tha 
the people of Chicago are not in favor 0: 
granting such longer or indeterminate fran 
chises to privately-owned companies. 


It is expected that Mayor Thompsor 
will veto the proposed ordinance ever 
if it passes the Council because he has 
a plan of his own which he believe: 
will be revived when the next Legisla- 


-ture meets. 


Plans to Extend Lines 


E. A. Devereux, superintendent of 
the Fresno (Cal.) Traction Company 
has. announced that his company has 
ordered material for track extensions 
of the Fresno Avenue Line and the 
Tulare Avenue Line into Arlington 
Heights approximating $9,000. Deliv- 
ery on the orders is expected in sixty 
to ninety days. The requisitions by 
the Fresno office call for rails, ties, 
overhead materials and special work. 
The greater part of the rails order 
comes from Pittsburgh, ties from north- 
ern California and the overhead ma- 
terials from Eastern points. The 
Fresno Avenue extension is definitely 
settled, running north half a mile to 
Olive Avenue. But in the Arlington 
Heights district the traction company 
is awaiting an expression of opinion 
from the residents as to where the car 
line is most desired. The Arlington 
Heights line will be “tied in” with 
either the Tulare Street present line 
or the Fresno Avenue line. Total cost 
of the two extensions will be $107,000, 
it is stated. 
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Steam Line Electrification as 
- Part of Interurban Project 
Instead of building its own line be- 
tween Dallas and Denton, 37 miles, the 
Texas Interurban Railway has entered 
into a contract with the Missouri, Kan- 


- gas & Texas for the electrification and 


x 


use of the latter’s track between the 
two places. Under the terms of the 
franchise which the City Commission 
of Dallas granted the C. W. Hobson 
electrical interests in 1917 it is re- 
quired that two interurban lines, each 
to be not less than 30 miles in length, 
be built out of Dallas within five years 
after the granting of the franchise. — 

The Texas Interurban Railway was 
organized to build the new lines. Its 
first one is to run to Terrell and this 
has been under construction for sev- 
eral months. It will be finished about 
Jan. 1, it is stated. The contract be- 
tween the Texas Interurban Railway 
and the Missouri, Kansas & Texas for 
converting the Dallas-Denton line into 
electric trolley traction has been sub- 
mitted for approval to the Federal 
District Court in St. Louis, in which 
the receivership of the Missouri, Kan- 
sas & Texas is vested. 

It is stated that plans are all ready 
for the erection of the poles, the string- 
ing of the trolley wires and the 
connecting up with the power trans- 
mission systems of the Texas Light & 
Power Company, subsidiary concern. 
The equipment will be of special de- 
sign and will be built to order. The 
use of the track for interurban pur- 
poses will not interfere with the Mis- 
souri, Kansas & Texas through freight 
and passenger train service. 


Wants Cities to Regulate Public 
Utilities and Control : 


The League of Texas Municipalities 
will stand sponsor for and seek enact- 
ment in Texas of a public utilities act, 
which shall provide machinery under 
which the cities can regulate and con- 
trol publie utilities. Action looking to 
the enactment of such legislation was 
taken by the league at its recent meet- 
ing in Waxahachie in the adoption of 
a resolution providing for the appoint- 
ment of a committee of nine to make a 
study of utility legislation, to frame a 
bill meeting the needs of Texas mu- 
nicipalities and to work to secure the 
passage of such a bill through the 
Texas Legislature. The newly-elected 
president, Mayor E. R. Cockrell of Fort 
Worth, was empowered to appoint the 
committee called for by the resolution, 
and he announced his appointments. 

It is announced that this committee 
will study the public utilities bill be- 
fore the last regular session of the 
Texas Legislature and will try to de- 
termine just why that measure was de- 
feated. A study will also be made of 
the decision of the United States Su- 
preme Court in the Galvestén street 
fare case, and a bill will be drafted 
that will be placed before the Legisla- 
ture when it convenes next January. 

At the concluding session of the 


league, Bryan was selected for the next 


meeting place and the following officers 
were elected: Mayor E. R. Cockrell, 
Fort Worth, president; C. H. Ful- 
wiler, Mayor of Breckenridge, first 
vice-president; E. E. McAdams, city 
manager of Bryan, second vice-presi- 
dent; O. B. Black, Mayor of San Anto- 
nio, third vice-president. 


Glendale Seeks New Railroad 


Property owners of Glendale, Cal., 
have started negotiations with the 
Union Pacific System for a new electric 
line into Glendale, which would make 
use of the old Los Angeles & Salt 
Lake Railroad (Union Pacific System) 
tracks, now practically unused in the 
city of Glendale. It is understood that 
the Union Pacific asks the city to con- 
tribute a bonus of $25,000 from prop- 
erty owners who desire the line and pro- 
poses to ask certain other concessions 
from the city itself such as the acquisi- 
tion of lumber yard property on Glen- 
dale Avenue for use as a terminus. 

The new railroad if extended into 
Glendale would open up the eastern sec- 
tion of the city, the Montrose district 


and the Selvas de Verdugo territory by 


giving it additional trolley service, as 
this section of the city is at present 
partly served by the electric line of the 
Glendale & Montrose Railway. Glen- 
dale at present is served by the Pacific 
Electric Railway’s interurban line be- 
tween Glendale and Los Angeles, also 
the Pacific Electric operates local feeder 
bus lines in Glendale. 

If the Union Pacific takes this step to 
serve Glendale the city does not know 
whether or not it would require the 
granting of a new franchise to the rail- 
road. The Los Angeles & Salt Lake 
Line (now owned and operated by the 
Union Pacific) has a single track line 
entering East Glendale and to use it as 
an electric line would require the laying 
of an additional track. 


Plans New Safety Campaign 

The Kansas City Division, National 
Safety Council, has been reorganized 
and an aggressive program has been 
announced by the new officers. The 
program. stresses traffic safety, but 
education is mentioned as a foundation 
element in the attainment of safe con- 
ditions. The first object aimed at is 
the regulation of motor traffic, the en- 
forcement of rules under present ordi- 


nances and the enactment of new ordi-. 


nances to check the reckless motorist. 

The division has been reorganized by 
representatives from about thirty civic 
bodies, including the Chamber of Com- 
merce and the Automobile Club, Mayor 


Cromwell being president of the Auto-_ 


mobile Club and extending its co-opera- 
tion. Julien H. Harvey continues as 
secretary of the division. Mr. Harvey, 
it will be remembered, had charge of 
the program for safety initiated by the 
Kansas City Railways several years 
ago, when important educational work 
was done by the railway through the 
public schools. 


Renews Franchise—The Manhattan 
Bridge 3-Cent Line, New York, N. Y., 
has obtained a fifteen-year extension 


of its franchise. Under the renewal 
terms the company will pay the city 
5 per cent of its gross annual earnings, 
but not less than $7,000 a year. The 
original franchise was granted in 1912. 


New Agreement Ratified—Members 
of Boston car men’s union have ac- 
cepted and ratified changes in the 
working agreement recently entered 
into by the trustees of the Boston El- 
evated Railway and the local wage 
committee. Some weeks ago the men 
accepted a new wage schedule which 
was given in the Electric Railway 
Journal, issue of May 20. 


Will Try to Operate Line——A short- 
term lease to operate the abandoned 
line between Millville and Bridgeton, 
N. J., has been obtained by Clayton 
McPherson. The Bridgeton - Millville 
Traction Company suspended operation 
on June 15 owing to jitney com- 
petition. The Board of Public Utility 
Commissioners has authorized the 
short-term lease. 


Wages Reduced.—The wages of sec- 
tion men of the Arkansas Valley Inter- 
urban Railway were recently reduced 
from 35 to 30 cents an hour by the Kan- 
sas Court of Industrial Relations. The 
Arkansas Valley Interurban has its 
head office in Wichita, Kan. In giving 
this order the court made a decision ap- 
plicable to all industries, that a short- 
age or surplus of labor is not a deter- 
mining factor of whether employees can 
appeal to the industrial court to settle a 
wage dispute. ‘ 

Franchise Being Sought.—Interests 
which the City Commission will not 
disclose are seeking a twenty-five-year 
franchise for the operation of street 
cars at Lima, Ohio. According to C. A. 
Bingham, city manager, the franchise 
is sought preliminary to the unnamed 
company taking over the street rail- 
way lines now owned by the Ohio Elec- 
tric Railway. It is understood the ne- 
gotiating company is close to the 
holders of the bonds of the Ohio 
Electric. 

New Wage Agreement Being Nego- 
tiated.—Officials of the Interborough 
Rapid Transit Company, New York, 
N. Y., and the Interborough Brother- 
hood conferred on June 26 regarding an 
extension of the wage agreement which 
expires on July 1. The present agree- 
ment was first made last July when the 
men voluntarily accepted a 10 per cent 
reduction in pay in order to aid in keep- 
ing the system out of receivership. 
That agreement ran out the first of 
this year and was then renewed for six 
months. The 10 per cent cut last sum- 
mer saved the company $7,000 a day, 
or about $2,600,000 a year. 
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Financing Plan Announced 


Arrangement Approved Under. Which 
Eastern Pennsylvania Railways Will 
Be Reorganized 


Of the 8,528 shares of preferred 
stock of the Eastern Pennsylvania Rail- 
ways Company outstanding and held by 
the public, more than 7,200 shares, or 
over 84 per cent, have been deposited 
with the depositary under the reorgan- 
ization agreement; and of the 39,174 
shares of common stock outstanding in 
the hands of the public, more than 34,- 
800 shares, or over 88 per cent, have 
been deposited. 


East PENN ELECTRIC COMPANY 


The stockholders’ protective commit- 
tee has formulated a reorganization plan 
calling for the organization of a new 
corporation under the laws of the State 
of Pennsylvania, under the name East 
Penn Electric Company, which will con- 
struct, own and operate a modern 25,- 
000 kw. generating station, primarily to 
supply electricity to the Eastern Penn- 
sylvania Railways. The new company, 
which, according to the plan, is also to 
take over the assenting stock of the 
Eastern Pennsylvania Railways, will 
have an authorized capital of 50,000 
shares of no par value first preferred 
$7 per annum stock, 10,000 shares of 
no par value second preferred $8 per 
annum stock, and 150,000 shares of no 
par value common stock. 

The new company, after the plan is 
declared operative, will issue the fol- 
lowing securities: 

Bonds: 


First mortgage 6%, 30-year 


gold bonds (first series).... $2,500,000 
Stocks: 
First preferred stock, no 


par value, cumulative 
dividends $7 per share 
per annum 
Second preferred stock, no 
par value, cumulative 
dividends $8 per share 


12,000 shares 


per annum 9,382 shares 


Common _ stock, no 
value (about) 


The $2,500,000 first mortgage bonds 
and the 12,000 shares of first preferred 
stock, together with approximately 22,- 
000 shares of common stock, will be sold 
to provide funds for the erection of the 
new power plant. This purchase has al- 
ready been underwritten and will pro- 
vide more than $3,000,000 of new money 
for the purpose indicated. 


DIVIDEND ARREARS FINANCED 


r 
100,347 shares 


Up to 9,382 shares of the second pre- 
ferred stock will be issued to such of 
the holders of the present preferred 
stock of the Eastern Pennsylvania Rail- 
ways as may participate in the plan, in 
exchange for their present holdings, at 
the rate of eleven shares of new $8 per 
annum second preferred stock for each 
ten shares of the present 5 per cent 
preferred stock of the Eastern Pennsyl- 


vania Railways with accumulated divi- 
dends. In other words, for each ten 
shares of the present preferred stock, 
the dividend on which is $50 in arrears, 
the holder receives eleven shares of new 
second preferred stock, the annual cu- 
mulative dividend on which will be $88, 
which it is expected will be paid. 

Up to 78,847 shares of the no par 
value common stock of the new com- 
pany will be issued to such of the hold- 
ers of the present common stock of 
the Eastern Pennsylvania Railways as 
participate in the plan, at the rate of 
two shares of new no par value com- 
mon stock of the East Penn Electric 
Company for each share of common 
stock of the Eastern Pennsylvania Rail- 
ways now outstanding. 

The first preferred stock of the new 
company will bear cumulative dividends 
at the rate of $7 per share, per annum, 
each share to be entitled to $100 and 
accrued dividends in case of liquidation, 
being preferred as to assets and divi- 
dends over the second preferred and 
common. stock. The issue will be call- 
able at $115 per share and accrued divi- 
dends. Dividends will accumulate from 
Jan. 1, 1923. 

The second preferred stock of the new 
company will bear cumulative dividends 
at the rate of $8 per share per annum, 
each share to be entitled to $100 and ac- 
erued dividends in case of liquidation, 
preferred as to assets and dividends 
over the common stock; and to be call- 
able at $110 per share and accrued divi- 
dends. The dividends will accumulate 
from April 1, 1923, and will be payable 
quarterly. 

Under the proposed plan, when con- 
summated, the East Penn Electric Com- 
pany will own an unusually efficient 
modern power plant costing approxi- 
mately $3,000,000, and also own all or 
most of the present preferred stock and 
common stock of the Eastern Pennsyl- 
vania Railways now outstanding in the 
hands of the public. Against these as- 
sets it is intended to have outstanding 
$2,500,000 of 6 per cent gold bonds se- 
cured by a first mortgage on the new 
power plant; 12,000 shares of first pre- 
ferred stock, bearing cumulative divi- 
dends of $7 per share per annum; and 
not over 9,382 shares of second pre- 
ferred stock bearing cumulative divi- 
dends at the rate of $8 per share per 
annum, and about 100,000 shares of no 
par value common stock. The present 
power plant is expected to be kept in 
operating condition as a reserve, and 
possibly to carry peak loads. 

Through a power contract or through 
a lease of the new power house, the 
East Penn Electric Company will agree 
with the Eastern Pennsylvania Rail- 
ways to supply all, or a major part, of 
the power generated at. the new power 
plant to the Eastern Pennsylvania Rail- 
ways and its subsidiary companies. 


May Abandon Service 
Local Company in Kenosha Files Ap- 


plication to Discontinue Service If 
Jitneys Compete 


The Wisconsin Gas & Electric Com- 
pany has applied to the Wisconsin Rail- 
road Commission for a permit to dis- 
continue and abandon its service in 
Kenosha in the event that the opera- 
tion of competing jitneys is sanctioned 
by the City Council. The company 
also asked for a determination of what 
may reasonably be the duty of the peti- 
tioner to continue or resume such serv- 
ice. The hearing on the application 
is set for July 12 at the offices of the 
commission in Madison. 

The application came as a surprise 
to Kenosha and it is understood to 
have been the outgrowth of the appeal 
to the Council of the Chicago, North 
Shore & Milwaukee Electric Railway 
for a permit to-operate buses to con- 
nect its lines on the west side of the 
city with the downtown districts. 

There are four specific demands put 
up to the commission in the application 
of the Gas & Electric Company. 

1. That it be determined that if 
jitney- competition be. restored along 
the petitioner’s lines, the petitioner will 
be entitled to abandon its said street 
railway system and discontinue service 
thereon. 

2. That standards of service now 
prescribed for said system be reviewed 
and modified so as to authorize the dis- 
continuance of all service in the event 
of restoration of jitney competition. 

3. That it be determined that the 
commission will not require the peti- 
tioner to operate its said street rail- 
way system at a loss. 

4. That the commission fix and 
prescribé’ the conditions under which 
it will require the petitioner to con- 
tinue to furnish present standard of 
service upon said system as will more 
fully appear from the application. 


New Bonds for Retirement 
Purposes 

The Cincinnati, Newport & Coving- 
ton Railway, Covington, Ky., announces 
that, for the purpose of retiring the 
$3,709,000 first and second mortgage 
bonds falling due on July 1, new bonds 
will be issued to be known as first and 
refunding mortgage bonds bearing 6 
per cent, interest and payable in twenty- 
five years. They will be secured by a 
mortgage on the properties and fran- 
chises in Ohio and Kentucky com-. 
prising the Cincinnati, Newport & 
Covington Street Railway system,. now 
operated by a company of the same 
name, and the South Covington & Cin- 
cinnati Street Railway. 

At the present time $4,000,000 of the 
new bonds will be issued. They are 
callable at 107% during the first five 
years, at 106 during the second five, at 
1042 during the third five, at 103 dur- 
ing the fourth five and 1014 during the 
last period of five years. The sinking 
fund will be cumulative at the rate of 4 
of 1 per cent per annum. 
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Riwures Show Favorable Trend 


Reports for the Last Sixteen Months from Eighty-one Companies Show Steady 
Improvement with Higher Net Earnings and Lower Operating Costs 


DMUND J. MURPHY, chief statis- 

tician American Electric Railway 
Association, has completed a tabulation 
for the sixteen months ending April, 
1922, of the results of operation of the 
eighty-one electric railways whose earn- 
ings are compared at the association 
headquarters. According to Mr. Mur- 
phy there has been a gradual but very 
steady improvement of the underlying 
conditions of these properties and a 
rapidly decreasing operating ratio, 
which have made possible a steady 
increase in net earnings in spite of 
stagnant business. 

The monthly revenue of the eighty- 
one companies represented in the 
accompanying table and charts is about 
$28,000,000 and represents. approxi- 
mately one-third of the total revenue 
of all the electric railways. Included 
in the properties compared are city 
lines, interurban lines, large and small 
systems of companies operating in all 
sections of the United States. 

Attention is called to the decline in 
traffic (number of revenue passengers) 
which began in January, 1921, but in 
April 1921 became 6.5 per cent. The 
maximum was reached in August when 
there was a loss of 9.4 per cent. Owing 
to a higher rate of fare, the gross oper- 
ating revenue did not decrease rapidly, 
and its maximum loss during 1921 was 
in September, when it was 6.6 per cent. 
Operating expenses, however, were de- 
creasing and the operating ratio fell off 
almost as fast as traffic. This contin- 
uous decrease in operating ratio, in Mr. 
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STATISTICS OF HIGHTY-ONE COMPANIES 


Murphy’s opinion, is the most gratify- 
ing feature of the whole statement. 
Allowances should be made in the 
chart for the varying lengths of the 
months. Thus, for April, 1922, the 
lines for operating revenue, net revenue 
and passengers turn down, but the drop 
is not equal to the proportionate differ- 
ence which would normally be caused 


by the difference in the length of the 
month. ~Actually the figures for April 
indicate the continuance of the favor- 
able trend of the preceding months. 


Receivership Proceedings to Be 
Concluded 


The Fort Wayne & Northern Indiana 
Traction Company’s receivership case— 
this company being the predecessor of 
the Indiana Service Corporation— 
which has been pending in the superior 
court for more than two years will be 
brought to a close with the decision in 
the last claim case against the receiver, 
the trial of which has just begun. The 
last claim is that of O’Connor & Sons 
who seek a judgment in the sum of 
$2,500) for grade work for the defunct 
traction company. After this case is 
concluded Robert M. Feustel,- receiver 
for the old traction company, will file 
his final report and the last chapter 
will be written in the receivership pro- 
ceedings which are said to be the most 
voluminous in the history of the local 
courts. There were nearly 1,000,000 
words in the receivership decree. 


Vacancy in Directorship Filled 


The directors of the Cleveland (Ohio) 
Railway at a recent meeting elected At- 
torney Harry J. Crawford of the firm of 
Squires, Sanders & Dempsey, general 
legal counsel for the company, to the 
board of directors to fill the vacancy 
caused by the death early this spring of 
George L. Radcliffe, formerly vice- 
president. Mr. Crawford has been as- 
sociated in a legal way with the com- 
pany for twenty years and is considered 
an expert upon service-at-cost grants. 


COMPARISON OF RESULTS OF OPERATION OF EIGHTY-ONE ELECTRIC RAILWAYS 


——January——_. 

; 1921 ¢ 1920 
Operating revenue,....... $28,944,612 $25,891,484 
Operating een papers 22,121,130 19,771,321 
Net revenue. bead 6,823,482 6, 120, 163 

Operating ratio.........-- 4% 76. 
Gin res! Fe nn rie ie eee 62,155,111 60,101, 942 
Passenger revenue........ 28,025,534 24,982, 918 
Revenue passengers....... 37,696,752 378,807,894 
Averagerate of fare*....... 7.43c 6.60c 
—— May ————_- 
Operating revenue........ $28,722,481 $28,351,895 
Operating eee ates se 21,312,103 20, 836, 514 
Net revenue. .....,.0..... 7,410,378 7,515,381 
Operating rtioet hee y 74.2% 73.5% 
Carmilessith te >. 61,715,330 62,926,944 
Passenger revenue......... 27,760,333 27,228,684 
Revenue passengers....... 371,172,207 404,018,343 
Average rate of fare*...... = 7.48¢ 6.74c 
September 

Operatingrevenue,....... $27,169,404 $29,098,389 
Operating he Sag dene 20,167,183 22,550,044 
Net revenue. Be oes 7, 002, 221 6,548,345 
Operatingratio........... 7.5% 
Carmilesceiiereea)s.. 58,796, bi 61,060,625 
Passenger revenue......... 26,148,982 27, 957, 913 
Revenue passengers....... 347,476,971 381,281,667 

Average rate offare*...... 7, 53e 7.330 
————January |—_—_——- 

1922 1921 
Operating revenue......... 27,417,848 $28,944,612 
Operating ached bette als xa 20,038,437. 22,121,130 
Net revenue. ronda 7,379,411 6,823,482 
Operating ratio Bes). He. 73.1% 76.4% 
OO att ae 59,025,584 62,155,111 
Passenger revenue......... 26,533,518 28,025,534 
Revenue passengers....... 355,650,144 376, per; 528 
Average rate of fare*....... . 7. 46¢ 7.43¢ 


*Passenger revenue per revenue passenger. 
Italics signify decrease. 


Partly estimated. The reports of 9 companies are estimated for April; 4 companies for March; 3 companies for February; and | company fer January. 


Per Per 
Per Per Cent Cent 
Cent Cent of : of 
In- February——— n- — In- April aS In- 
crease 1921 1920 crease 1921 1920 crease 1921 1922 crease 
11.8 $26,225,724 $23,611,649 11.1 $29,222,609 $26,738,860 9.3 $27,948,976 $26,819,112 4.2 
1.9 “3 308'199 se 905,553 7.4 ~ 21,963,931 269,574 8.3 21,125,584 19,771,069 6.9 
11.5 5, oly 525 4, 706,096 25.7 7,258,678 6,469,286 12.2 6,823,392 7,048,043 3.2 
ants VA) 80.1% 3.4 74.3% 8% 2.0 75.6% 73.7%. 2.6 
3.4 ~56, 065, 668 54,419,719 3.0 62,333,754 60,464,435 3.1 69,264,282 60,263,504 0.1 
12.2 25,343,737 22,753,073. 11.4 28,285,018 25,787,937 9.7 27,014,923 25,790,273 4.7 
0.5 341,125,621 344, ag 468 0.9 380,684,025 390,200,489 2.4 363,730,245 389,172,831 6.5 
12.6 7.43¢ 6le 12.4 LBB ; -6lo 12.4 Lien 6.63c 12.1 
—— June ————— uly: og 
1.3 27,848,773 $27,462,304 1.4 . $27,883,813 $29,175,413 4.4 $27,662, ae "329, 188,332 5.2 
2.3 $37 030.509 *827.462.304 2 21,146,140 23,119,554 8.9 20,806,428 22,734,107 8.5 
ie 6,818,464 6,391,713 6.7 6,737,673 5,955,859 13.1 6,855,986 6,454,225 6.2 
1.0 -5% by Oe 5.8% 79.6% 4.8 15.2% 77.9% 3.5 
1.9 60,524,706 61,780,198 2 62,045, 199 63,400,785 2.1 61,582,68 63,049, 244 2.3 
2.0 26,764,224 26,378,913 1.5 26,841,786 28,033,124 4.3 26,602,452 28,264,453 5.9 
8.1 359,278,529 390,165,049 7.9 355,079,420 389,454.886 8.8 351,909,481 388,177,285 9.4 
11.0 7.45¢ 6.76c 10.2 7.56¢ 7220e. "5; 0 7.56c i. 28¢ BY, 
October ————— November December rm 
6.6 $28,129,577 $29,569,530 4.9 $27,284,382 $28,753,028 5.1 $28,800,017 $30,229, 716 4.1 
10.5 20,330,444 23,212,861 12.4 19,744,913 22,893,396 13.8 20,275,714 23,572,042 14.0 
6.9 7,799,133 6,356,669 22.6 7,539,469 5,859,632 28.7 8,524,303 6, re 674 28.1 
4.3 3% 78.5% 7.9 -4% 79.6% 9.0 70.4% 8.0% 9.7 
3.7 60,295,068 62,621,815 4.7 57,621,690 60,547,094 4.8 60,142, 838 62, 359, 035 3.6 
6.5 27,118,860 28,827,426 5.9 26,123,777 27,763,844 5.9 27,814,515 29,179,720 4.7 
8.9 361,604,265 387,639,926 6.7% 347,580,479 374,893,885 7.3 372,039,425 393,605,802 5.5 
AT | 7.50¢ 7.44c¢ 0.8 7.52e ? ey 5 7.48c 7.4lc 0.9 
Per Per 
Per Per oes caer 
Cent Cent ° . 
In- February} ———__ In- Marchf————_ In- ———— Aprilt ————__ h- 
crease 922 1921 crease 1922 1921 crease 1922 1921 crease 
5.3 25,092,268 $26,225,724 4.3 $28,519,019 $29,222,609 2.4 $27,617,750 Pia beTe 1 2 
0.4 $181937 36 ¥70;308" 199 8.7 19,732,925 21,963,931 10.1 19,189,576 21,125,584 9.2 
8.2 6,554,907 5,917,525 10.8 8,787,094 7,258,678 21.1 8,428,164 6,823, re 23. 5 
4.3 73.9% 77.4% 4.5 69.2% 15.2% 8.0 69.5% 75.6 8.1 
5.0 54,353,327 56,065,668 3.1 60,835,436 62,333, 754 2.4 60,856,490 60,264, 982 e; 0 
5.3 24,104,142 25,343,737 4.9 27,347,165 28,285,018 3.4 26,630,527 27,014,923 1.4 
5.7 324,098,107 341,125,621 5.0 366,073,643 380,684,025 3.8 362,582,014 363,730,245 0.3 
0.4 . 7.44¢ 7.43c 0.1 7.47¢ 7.43c 0.5 7.34¢e ye 
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Commission Valuation 
Rejected 


Brief by Interborough Rapid Transit 
Says Public Body’s $174,221,056 
Estimate Is Millions Too Low | 


In a brief filed with the New York 
Transit Commission on June 26 the In- 
terborough Rapid Transit Company re- 
fused to-be a party to the commission’s 
proposed plan for a unified transit 
system and to sell its properties for 
anything like the $174,221,056 recom- 
mended as the value by the commis- 
sion’s valuation bureau. This valua- 
tion, said to be more than $40,000,000 
less than the company’s actual invest- 
ment, was attacked as confiscatory. 

The brief claimed a total valuation 
of $399,873,697, of which $331,747,697 
was the estimate of the value of the 
physical property, based on the cost to 
reproduce, and $68,126,000 was claimed 
as the value of the company’s subway 
leases. The brief attacked the com- 
mission’s method of valuation as faulty 
in principle and with having failed to 
take account of many important items. 
In stating the specific reason why the 
company could not accept the commis- 
sion’s plan at its tentative valuation, 
the brief read: 


The commission’s plan of September, 
1921, offers only. a 5 per cent return (and 
1 per cent sinking fund) on the value which 
it may finally determine for the company’s 
property ; whereas, under contract No. 3, 
the company is allowed a preferential in- 
come of $11,135,000 after all operating ex- 
penses and taxes, or 8.76 per cent on its 
total investment in both the old and new 
subways. 

Under these circumstances the company, 
in justice to its security holders, cannot 
accept an unjustifiable reduction in its 
original investment along with the low rate 
of return proposed by the commission, es- 
pecially in view of the fact that the evi- 
dence indicates the company’s preferential 
will be earned during the entire period of 
the contract. 


The brief, contended that the United 
States Supreme Court, the State courts 
and public utility commissions had uni- 
formly held that original cost was no 
proof of present value, that present 
value could not be ascertained in any 
rational manner other than by ascer- 
taining what it would cost to reproduce 
the identical existing property, that 
the value must be fixed as of the time 
of the inquiry at the prices then pre- 
vailing, that appreciation as well as 
depreciation must be considered and 
that the law under which the commis- 
sion’s plan was developed permitted 
consideration of “cost to reproduce.’ 
The company said: 


The bureau, having failed to establish a 
value pursuant to the foregoing principles 
in the face of the well-known fact that the 
company’s property can not be reproduced 
for anything like its original cost, its report 
is tantamount to a recommendation that the 
company’s property be confiscated, which 
looks like an attempt to take advantage of 
the company’s unfortunate temporary fi- 
nancial situation, for which the mgnage- 
ment is in no way responsible but which is 
due wholly to conditions brought about by 
the World War. 


The brief attacked the “straight 
line” method of estimating deprecia- 
tion used by the commission’s engi- 
neers, and declared that the weight of 
legal authority was that only actual 
existing depreciation should be con- 
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sidered. It contended that the com- 
mission’s engineers had discriminated 
against the company and in favor of 
the city in allowances for overhead, 
and had been wrong in excluding debt 
discount as an item. The commission’s 
engineers were also criticised for 
having excluded a promotion payment 
of $1,500,000 in Interborough Rapid 
Transit stock to August Belmont, 


although the courts of the State had 
held that it was proper. 


New Directors Elected.—Board of 
directors of the Tyler Traction Com- 
pany, Sistersville, W. Va., has reor- 
ganized, electing Stephen G. Pyle, 
president and general manager; W. J. 
Neuenschwander, treasurer, and W. O. 
Harrington, secretary. 


Receivership Hearing Adjourned.— 
Judge Julius Mayer has adjourned until 
October the hearing on the application 
for a receiver for the Interborough 
Rapid Transit Company, New York, 
N. Y., by the American Brake Shoe & 
Foundry Company and Clarence H. 
Venner. 


Stock Offering Announced. — Bon- 
bright & Company, New York, N. Y., 
are offering at 106 and _ accrued 
dividend $4,000,000 of the 8 per cent 
cumulative preferred stock of the Pub- 
lis Service Corporation of New Jersey. 
The stock is preferred both as to assets 
and dividends and will yield about 7.50 
per cent.. 

New Georgia Issue Offered.—Stone 
& Webster, Boston, Mass., are offering 
a new issue of $2,000,000 Columbus 
(Ga.) Electric & Power Company 7 per 
cent cumulative first preferred stock, 
series A, convertible share for share 
into common stock at 96% to yield 
about 7.25 per cent. 


Operation Again Continued.—The 
Hartford & Springfield Street Railway, 
Warehouse Point, Conn., is to continue 
in operation until Dec. 15 at least, as 
Judge Kellogg in the Superior Court 
has ordered Receiver Harrison B. Free- 
man to continue the business for four 
months from Aug. 19, 1922. 


Service to Be Resumed.—The Nor- 
wich & Westerly Traction Company ex- 
pected to put into service again on June 
30 that portion of its line between 
Westerly, R. I., and Hallville, just out 
of Norwich. Service had been sus- 
pended on this line in October, 1921. 
It is believed that the summer business 
will support the line. 

I. T. S. Floats 5 per Cent Issue.—Es- 
tabrook & Company, New York, N. Y., 
are offering a new issue of $1,000,000 
Danville, Champaign & Decatur Rail- 
way & Light Company 5 per cent bonds, 
due March, 1938, at 90 and interest, 
yielding 6 per cent. The issue is re- 
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deemable as a whole only, or in part, 
for the sinking fund at 104 and interest. 
These bonds are guaranteed as to the 
payment of both principal and interest 
by the Illinois Traction Company, 
Champaign, IIl. 


Initial Common Dividend Declared. 
The York (Pa.) Railways has declared 
an initial quarterly dividend on the 
common stock of 50 cents a share, plac- 
ing it on a 4 per cent per annum basis. 
The dividend is payable on July 15 to 
stock of record of July 5. The board 
also declared the regular quarterly divi- 
dend of 13 per cent on preferred stock 
payable on July 30 to stock of record of 
July 20. - 

Receipts Smaller—-The Springfield 
(Mass.) Street Railway’s receipts for 
the first five months of 1922 were more 
than $53,000 less than for the corre- 
sponding period of 1921, according to a 
statement from President Clark V. 
Wood. This is attributed to slack con- 
ditions in certain lines of industry, the 
effect of which is shared by the Wor- 
cester lines. The recent reduction in 
wages and better business in sight 
will count as factors in offsetting the 
loss of revenue. 

Chattanooga Receivership Lifted. — 
A final decree in the receivership case 
of the Chattanooga Railway & Light 
Company has been entered in the 
United States District Court at Chat- 
tanooga, Tenn. The decree dismissed 
suits of the Commercial Trust Company 
and the Maryland Trust Company 
and lifted the receivership. It was an 
agreed decree, one step in the consoli- 
dation of various physical properties 
controlled by banking interests having 
their headquarters in New York and 
Philadelphia. 

Seeks to Abandon City Service.— 
Another effort by the St. John’s Elec- 
tric Company to get rid of the fran- 
chise provisions for maintaining elec- 
tric railway service in St. Augustine, 
Fla., has been made. W. A. Houston 
of the company has offered the city 
commissioners a proposition to main- 
tain a much sought service to St. Au- 
gustine Beach in lieu of the contractual 
city service.. The city service has been 
a losing matter for the company for 
months, but the commissioners doubt 
their authority to abrogate the fran- 
chise without consent of the people and 
are taking the offer under advisement. 

First Dividend in Three Years.—The 
first dividend payment since February, 
1919, to stockholders of the United 
Electric Railways, Providence, R. L., 
amounting to 1 per cent, will be 
made on July 1. An announcement 
to this effect was made by A. E. Potter, 
president of the company. He said 
that the disbursement would be made 
out of net earnings since the company 
took over the United Traction lines on 
July 9, 1921, and that this declaration 
did not necessarily mean that regular 
payments would be made to the stock- 
holders. According to the plan of 
reorganization a 1 per cent disburse- 
ment would ca'l for a payment of 


_ $82,848. 
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Announces Return of 
Five-Cent Fare 
Cleveland car riders will again enjoy 
a nickel rate of fare either on Aug. 1 
or shortly after that date, John J. Stan- 
_ley, president of the Cleveland Railway, 
announced, following the meeting of the 


board of ‘directors on June 22. Car 
riders are now paying a 6-cent fare 
with a 1-cent charge for transfer. 

The directors at this meeting learned 
that the system in May piled up a sur- 
plus of $68,966, making an accumulated 
balance in the interest fund on June 1 
of $393,124. The interest fund, which is 
the fare barometer, is expected to reach 
‘the $700,000 mark, at which the fare is 
- automatically decreased, some time dur- 
ing the latter part of July. Due to 
wage reductions that became effective 
on May 1, and other economies in 
operation, the company’s operating re- 
serve fund accumulated a surplus of 
$152,737 in May, while the surplus in 
the maintenance and depreciation re- 
serve fund amounts to $197,621. Dur- 
ing May the company carried 34,591,620 
riders, the largest number in any one 
month for the past twelve months and 
only 0.16 or 1 per cent less than May, 
1921. 

Paul E. Wilson, secretary of the com- 
pany, says the May report indicates that 
business conditions in Cleveland are un- 
doubtedly almost back to normalcy and 
that from now on the company’s 
monthly reports will show traffic gains 
instead of losses, as has been the casé 
for a year. 

“The healthy condition of our various 
funds, together with the increase in 
traffic, indicates that our prediction of a 
return of a 5-cent fare early in August 
will be realized,” said Mr. Stanley. 


Through Service from Fort 
Wayne to Cleveland 

Through passenger service on electric 
lines from Fort Wayne, Ind., to Cleve- 
land, Ohio, has been arranged by the 
Indiana Service Corporation, according 
to an announcement just made by 
S. W. Greenland, general manager of 
the corporation. One car a day will 
be run through each way. This will 
be one of the longest through trips on 
an interurban railway in this part of 
the country. 

It was originally planned to have the 
through service extended from the 
Ohio city to Indianapolis but through 
the inability of the Union Traction of- 
ficials to agree to change their schedule 
_ to meet this, the service will only ex- 
tend from Fort Wayne to Cleveland at 
the present time. The car which will 
come to Fort Wayne from Cleveland 
will continue south on the Indiana 
Service Corporation line and will make 
connections at Peru for Indianapolis. 
No definite date has been set for open- 
ing the service, but all the details have 


- and 


been worked out and it is probable that 
the schedule will be put into operation 
by about July 1. 


Grants Fare Petition 

Allowing the application of the 
Boise Valley Traction Company, Boise, 
Idaho, to make reductions on all round- 
trip rates where fare is greater than 
386 cents, the Public Utilities Commis- 
sion has granted the company’s petition 
to lower the loop rates and make im- 
portant changes in time tables. The 
reduction will amount to about 20 per 
cent of the present round-trip rate and 
will be effective June 16 for ninety 
days. The new rate will be 180 per 
cent of the present single-trip fare. 
Competition with the Oregon Short 
Line is given as the reason for the 
company’s asking'a reduction in fares. 


Another Fare Reduction Expected 

The Connecticut Company at Hart- 
ford, Conn., which voluntarily made 
a reduction in its fares on all lines on 
March 1, when it began selling three 
tokens for 25 cents, will make a further 
drop when industrial conditions jim- 
prove. Mayor Kinsella of Hartford 
believes this step will bring about a 
greater use of the cars. He said that 
he had had many conferences with 
Lucius 8. Storrs, president of the Con- 
necticut Company; that Mr. Storrs had 
met him more than half way and that 


-he had been assured by Mr. Storrs that 


when there was a sufficienti improve- 
ment in the revenues with due regard 
to the financial obligations of the com- 
pany a reduction in fares would be 
made. 


P. A. Y. L. System Discontinued 
Temporarily 


The P. A. Y. L. system of collecting 
fares has been discontinued on the 
lines of the New Brunswick. Power 
Company, St. John, N. B., and suburbs 
of Fairville, Glen Falls, East St. John, 
Coldbrook, Eastmount, Beaconsfield. 
The company instituted the system in 
the hope of relieving congestion and 
speeding up traffic. There is no doubt 
but that the system speeded up traffic 
and relieved the congestion, but after 
it had been in operation a month it was 
found impracticable for one reason. 
That was due to passengers who broke 
through the emergency door at the rear, 
and escaped without paying fares. The 
door required repairs every day on vir- 
tually all the cars in operation, and 
after a close scrutiny of the number 
of persons who avoided paying fares 
incidentally caused damage by 
opening the rear door, the company de- 
cided to revert to the P. A. Y. E. sys- 
tem, which has been in operation since 
the conversion of the rolling stock of 
the company into one-man cars. 


California Railways Reduce 
Freight Rates 


Rate reductions on the transconti- 
nental railroads recently ordered by 
the Interstate Commerce Commission 
will concurrently apply on interstate 
rates, to be made effective July 1, 
1922, according to announcement on 
June 7 by the California State Rail- 
road Commission. 

The announcement followed a con- 
ference between the commission and 
representatives of practically all car- 
riers operating in California, at which 
the latter agreed to lower state rates 
to the level of the new interstate 
schedules. The reduction will be ap- 
proximately 10 per cent of the 1920 
rates and will amount to between 
$7,000,000 and $8,000,000 a year on 
California state and interstate freight 
traffic. In cases where the 1920 rates 
have already been reduced further re- 
ductions will be made to the 10 per 
cent level. Where rates have already 
been reduced by 10 per cent or more 
no further changes will be made. 
There will be no increase in rates. 

In situations where certain differen- 
tials are maintained as between ship- 
ping points the relationship of rates 
will be continued. This in some in- 
stances may result in reductions not 
exactly on a 10 per cent basis. Among 
the electric railways represented at the 
conference were: Central California 
Traction Company, Fresno Interurban 
Railway, Holton Interurban Railway, 
Modesto & Empire Traction Company, 
Pacific Electric Railway, Sacramento 
Northern Railroad and San Francisco- 
Oakland Terminal Railways. 


Pamphlet Shows Development of 
Interurban System 


The Pacific Northwest Traction 
Company, which operates the Seattle- 
Everett interurban, the Beilingham- 
Mount Vernon and Sedro Woolley in- 
terurban lines, and the motor buses 
between Everett and Mount Vernon, 
which connect up the electric lines, has 
issued a new folder “The Interurban 
Lines,” which shows that a compre- 
hensive system of interurban transpor- 
tation has been worked out, covering 
all the territory between Seattle and 
the Canadian boundary, and reaching, 
via Anacortes, into the San Juan 
Islands. The company maintains a 
half-hourly service out of Seattle to 
Everett, where the motor bus connec- 
tions are made. The trip between 
Seattle and Bellingham is continuous 
and is frequent, it being possible to go 
straight through by leaving Seattle on 
the hour each day, and return in less 
than four hours running time. Con- 
nections are had at various points for 
places off the direct route, and at 
Anacortes with both the Vancouver 
Island ferry and the San Juan Island 
boats. All stages from Snohomish and 
Whatcomb Counties, points outside 
Everett and Bellingham, enter and 
leave the bus terminals operated as a 
part of the interurban system. 
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Ones Man Cars May Be , Added 
~ to Equipment 


Operation of one-man cars in Cin- 
cinnati, Ohio, is under consideration by 
the Cincinnati Traction _ Company. 
Walter Draper, vice-president of the 
company, who made this announcement, 


also said that in the event the plan is - 


adopted the one-man cars would be 
operated on the suburban lines first. 
The first intimation that the traction 
company had the one-man car plan under 
consideration was contained in a let- 
ter sent to the officers of the motormen 
and conductors’ union by W. Kesley 
Schoepf, president of the traction com- 
pany, in which he requested the men 
to accept a 10 per cent wage reduction 
when their contract with the company 
expires in July. In the letter Mr. 
Schoepf also requested that the clause 
in the contract pertaining to the use 
of motormen for conductors and the 
opposition be so modified as not to 
apply to the one-man car plan. 


Plans Under Way for 
Reducing Fare 


Mayor-elect A. V. Fawcett has 
started a campaign to reduce car fares 
in Tacoma, but is not yet ready to an- 
nounce his plans for the reduction. Al- 
though no definite arrangement with 
the Tacoma Railway & Power Com- 
pany has been reached, it is known that 
a plan for lowering fares is being for- 
mulated if tickets are purchased in 
blocks of twenty, with a 10-cent fare 
maintained for casual riders. Tentative 
plans provide for selling six rides for 
$1, with transfer privileges, or twenty 
rides for $1 without transfer. In return 
for the concession, it is suggested that 
the city eliminate free riding for city 
employees, eliminate paving between 
tracks for a limited period and stop its 
sale of electric power from the city 
plant outside the municipal limits. 
Mayor Fawcett states that he has urged 
upon the railway company the removal 
of its tracks and the substitution of 
trackless trolley buses. 


Routing and Economies 
to Be Investigated 


A. Morris Buck and P. J: Boeser of 
New York City, now in New Orleans, 
representing J. A. Beeler, traffic expert, 
will begin at once the work of making 
a survey of the New Orleans Railway 
& Light Company’s property. They 
will have a force of about thirty tech- 
nical men assisting them. After hay- 
ing checked up the present street car 
routing system that obtains here and 
made recommendations to the Commis- 
sion Council based upon these investiga- 
tions, the experts will turn their at- 
tention to the economies of the opera- 
tion of the system. The difficulties 
which New Orleans is experiencing to- 
day are those which have had to be met 
and overcome in a great many cities in 
the United States, the experts say, 
where a conflicting system of routing 
ears prevails. 
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_News Notes 


Summer Privilege for Children.—Ac- 
cording to a recent vote of the trustees 
of the Boston (Mass.) Elevated Railway 
children under fourteen years of age 
may ride for 5 cents on any line of the 
property during July and August. 


Five-Cent Fares Effective-—Five-cent 
fares have gone into effect on the lines 
of the London (Ont.) Street Railway. 
Strip tickets at five for 25 cents will be 
sold on the cars. There will be no spe- 
cial rates during rush hours as before. 


Receiver Wants Seven-Cent Fare Ex- 
tended.—The attorney for Receiver 
Wells of the United Railways, St. Louis, 
has applied to the Missouri Public Serv- 
ice Commission for an extension of the 
present 7-cent fare until further set- 
tlement of the valuation matter. 

One-Man Cars in Operation.—The 
Olean, Bradford & Salamanca Rail- 
road, Olean, N. Y., has started the 
operation of one-man safety cars on 
the local lines of the company in Olean. 
It is planned to place them in service 
very shortly in Salamanca, N. Y., and 
Bradford, Pa., in which the company 
operates the local traction service. 

Equipment Changes Made.—The roll- 
ing stock of the New Brunswick Power 
Company in St. John, N. B., and sub- 
urbs has been entirely repainted in 
green, replacing the red. The large 
electric signs on the roof of the cars 
have been removed. Painted signs have 
been placed in the front windows and 


also on the side windows near the ends : 


of the cars. 

Card Gives Operator’s Name.—An in- 
novation on the part of the New 
Brunswick Power Company operating 
the railway in St. John has been the 
placing of cards in-each of the cars 
naming the operator of the car: The 
eard reads as follows: This car is oper- 
ated by The cards, 18 


-in. x 10 in., were placed in the adver- 


tising ack. 


Petitions Against One-Man Garg: 
As the result of a recent accident in 


-Meriden, Conn., in which a one-man car 


figured, a petition has been sent to the 
Public Utilities Commission protesting 


the use of one-man cars in the city. 


There was a hearing some weeks ago 
on the objection of the city of Meriden 
to one-man cars at places with steep 
grades. The commission at that time 
dismissed the petition. 

Allows Freight Reductions.—Under 
an order issued June 13 by the Public 
Utilities Commission of Utah, inter- 
state railroads operating in Utah are 
permitted to reduce their intrastate 
freight rates to a parity with the inter- 
state rates ordered reduced by the In- 
terstate Commerce Commission effec- 
tive July 1. The order follows an appli- 


Vol. 
cation to like effect-presented in-behalf 
of the Utah railroads by the Pacific 
Freight Traffic bureau. 

Special Rates Being Arranged.—New 
tariffs are being filed with the interur- 
ban connections of the Northwestern 
Ohio Railway & Power Company at 
Toledo, Ohio, for points in western and 
central Ohio. A special commodity rate 
is also being prepared for points on this 
railway to Ryan, Ohio. This will be a 
material reduction in carload rates 
when handled in box cars and is being 
made for the purpose of competing with 
local truck lines. The new tariffs will 
apply particularly to shipments of the 
fruit crop. 

Interurbans Agree on Fare Cut.—The 
plan for putting into effect the 1,000- 
mile book by the Milwaukee Electric 
Railway & Light Company, Milwaukee, 
Wis., has been indorsed by the Eastern 
Wisconsin Public Service, Milwaukee 
Northern, Wisconsin Traction, Light 
Heat & Power and the Wisconsin-Min- 
nesota Light & Power Companies. The 
details of the scheme in effect on the 
lines -of the Milwaukee Electric Rail- 


‘way & Light Company’s lines were out- 


lined in the Electric Railway Journal, 


issue of May 6, 1922. 


Six-Cent Fare Extended.—The City 
Council of Vancouver, B. C., recently 
extended the period of time in which 
the British Columbia Electric Railway 
is authorized to charge a 6-cent fare in 
Vancouver, to Dec. 15, 1922. The 6- 
cent ‘fare agreement normally would 
have expired shortly. The railway 
agreed, in return, to extend its service 
and to maintain its present wage scale 
to employees until a new fare agreement 
is reached, either before a board of 
arbitration, or by the proposed utilities 
commission which may be set up by the 
provincial government this summer. 


Coins Instead of Tickets.— The 
Northern Massachusetts Street Rail- 
way, Athol, Mass., recently bought 30,- 
000 metai coins for use in place of car 
tickets sold at a reduced rate. So heavy 
is the demand for these that it has been 
found necessary to order 20,000 more. 
On investigation it was found that the 
unexpectedly large purchases of the 
coins were due to withdrawals by resi- 
dents of the rural towns, who buy sev- 
eral dollars’ worth and keep them until 
they are used, whereas the urban 
patrons, riding more frequently, -keep 
the coins in circulation. 


Seven-Cent Fare Extended.—An or- 
dinance has been passed by the City 
Council of Cincinnati, Ohio, granting 
the Cincinnati, Lawrenceburg & Aurora 
Electric Street Railroad permission to 
continue a 7-cent fare within the city 
limits for a period of one year from 
July 9. Stanley Shaffer, attorney for 
the receivers of the interurban com- 
pany, had asked for a two-year ex- 
tension of the rate of fare. The com- 
mittee on street railways decided, how- 
ever, that conditions in another year 
may warrant a reduction and that if 
they did not, the ordinance might be 
re-enacted for another year. 
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Presidency Changes in West 


William von Phul Leaves Market 
Street Railway for New York— 
C. N. Black Succeeds Him 


William von Phul, president and gen- 
eral manager of the Market Street 
Railway, San Francisco, Cal., has re- 
signed to give his entire attention to 
Ford, Bacon & Davis, Inc., of which 
he is president and whose interest will 
require his continuous presence in New 
York. His resignation is to be effec- 
tive July 1. Mr.. von Phul went to 
San Francisco six years ago from New 
Orleans where he was identified with 
yailway properties of the Ford, Bacon 
& Davis company. For three years he 


was vice-president and general man- 


ager and the last three years has been 
president of the San Francisco system. 
A statement expressing his regret at 
leaving San Francisco includes the fol- 
lowing comment:: “San Francisco must 
realize that without a unified system 
of transportation through municipal 
ownership, or some modification of its 
present franchise granting powers 
which will permit a private corporation 
to develop in peace with the city, it 


cannot realize its full development.” 


Col. C. N. Black, vice-president of 
Ford, Bacon & Davis, Inc., has been ap- 
pointed by the board of directors of the 
Market Street Railway to succeed Mr. 


von Phul as president and _ general _ 
Mr. Black was president of | 


manager. 
the American Electric Railway Asso- 
ciation in 1915 and was at that time 
vice-president and general manager of 
the San Francisco system which was 
then called the United Railroads. His 
connection with the system dates back 
to 1907 and was terminated in 1916 
when he resigned to become purchasing 
agent for:the Allied Ordnance Depart- 
ment. Later he was commissioned in 
the U.S. Army and went overseas as 
assistant chief of ordnance in_ the 
American Expeditionary Forces. In 


announcing Colonel Black’s appoint- 


ment, the board of directors of the 
Market Street Railway stated that no 


‘other changes in the organization were 


contemplated at this time. 


R. W. Altekruse to Adjust Claims 


Robert W. Altekruse has been ap- 
pointed claim adjuster of the Indiana 
Service Corporation, Fort Wayne, Ind., 
the Fort Wayne, Van Wert & Lima 


Traction Company, Lima, Ohio, and the 


Fort Wayne & Decatur Traction Com- 
pany, Decatur, Ind. Mr. Altekruse 
succeeds F. R. Fahlsing who died re- 
cently. 

Mr. Altekruse’s railway connections 
_ began in 1912 when he joined the Fort 
Wayne & Northern Indiana Traction 
Company, as assistant cashier in the 


auditing department. A year later he 
was appointed assistant claim adjuster 
of that company and has continued in 
this capacity until his present pro- 
motion as claim adjuster. Mr. Alte- 
kruse is a graduate of the Fort Wayne 
Business College. 


B. E. Tilton, President 


Vice-President and General Manager 
at Syracuse Heads New York 
Electric Railway Men 


To know the new president of the 
New York Electric Railway Associa- 
tion in his job as manager of the New 
York State Railways at Syracuse one 
might think that he was born to that 
estate, so naturally does he go about the 
work of discharging the duties of the 
executive post. Such is not the fact, 


@Kessler Studios 
B. E, TILTON 


however. Benjamin E. Tilton was. not 
born to any such estate. He is by 
profession an engineer. But he is not 
an engineer -first, last and all the time. 
If he were he would probably not be 
an executive. Many very able execu- 
tives were trained originally as engi- 
neers, but they are not successful 
executives because of such training, 
but to a large degree in spite of it. 
The engineer who aspires to become an 
executive must be able for a substan- 
tial part of the time to forget that he 
is an engineer and use the exact knowl- 
edge of his technical training as a 
balance wheel to prevent him from at- 
tempting, as an executive, to accom- 
plish the impossible. This is just what 
Mr. Tilton has been able to do. 

To those who have watched him at 
work, Benjamin E. Tilton’s present 
job looks easy. This is only because 
Mr. Tilton has mastered the job in- 


stead of letting the job master him.. 


His engineering training helped him 
to do this. In fact, no task is ever 
likely to master Mr. Tilton that can be 
accomplished by the application of a 


combination of tact, tenacity and tech- 
nology. Mr. Tilton brought all three 
of these adjuncts to bear on his first 
job down in Porto Rico with the gov- 
ernment service making geodetic and 
coast surveys and he has been using 
the combination with success ever 
since. And with every new application 
of them by Mr. Tilton has come added 
ease in their use and greater success 
to their possessor through their ap- 
plication. 

It was said that the government work 
in Porto Rico was Mr. Tilton’s first 
job. Well, it was his first job after 
he was graduated from Cornell in 1897. 
He was in Porto Rico for three years. 
And then came to Mr. Tilton the call 
of private enterprise. It was a loud 
call, and he heeded it to become engi- 
neer of construction of the Pennsyl- 
vania Lines West and was located at 
Fort Wayne and Cleveland for six 
years. At Cleveland Mr. Tilton’s fine 
work attracted the attention of the 
management of the Cleveland Railway 
and he was induced to join the select 
circle of very able men who administer 
that property. His title there was engi- 
neer of maintenance of way. Then and 
there Mr. Tilton was won over to the 
electric railways. His next connec- 
tion was with the Rochester Railway 
& Light Company as engineer of main- 
tenance of way of city and suburban 
lines. The Rochester lines are tied in 
with the New York ‘State Railways and 
so it was in reality only a step for Mr. 
Tilton in his upward climb from the 
post in Rochester to the position of 
general manager of the Syracuse Rapid 
Transit Company, Utica & Mohawk 
Valley Railway and the Oneida Rail- 
way. His election as vice-president 
followed quite logically. In this dual 
post at Syracuse Mr. Tilton also has 
jurisdiction over the Oneida and the 
Utica lines. 


W. C. Kline Temporarily Succeeds 
D. H. Blanks 


According to an announcement made 
at the offices of General Manager E. B. 
Moore, W. C. Kline assumes the duties of 
active manager of the railway depart- 
ment of the Monongahela Power and 
Railway Company at Fairmont, W. Va. 
This follows the resignation of Vice- 
President Don H. Blanks. Mr. Kline, 
who has been chief engineer of the com- 
pany for a number of years, will con- 
tinue in this capacity, dividing his time 
between the two departments. 

While his education and training have 
been along engineering lines, Mr. Kline 
is no stranger to the railroad operating 
business. He came to the local com- 
pany from the Western Maryland Rail- 
way, where he was one of the young 
engineers on the staff of Carl R. Gray. 
His association with the operating de- 
partment of that system makes him 
fitted in every manner for the work 
that has been assigned to him. 

The order placing him in charge of 
the operation of the local railroads 
states that he will serve in this capacity 
until the vacancy is permanently filled. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


BUSINESS ANNOUNCEMENTS 


ROLLING STOCK PURCHASES 


Business Conditions 


In discussing market conditions the 
National Bank of Commerce, New 
York, states that industrial stability 
has been more nearly attained in the 
past thirty days than at any time since 
the beginning of the World War. 
Some industries have shown moderate 
gains, in others conditions have altered 
but little and in a few lines a seasonal 
dullness has occurred. The unfavorable 
factors in ‘the situation are the con- 
tinued deadlock in the coal strike and 
in the textile mills of New England and 
threats of strikes by those classes of 
railroad labor affected by recent de- 
cisions of the United States Labor 
Board. 

Tron and steel output for May 
showed further gains, and the unfilled 
orders of the United States Steel Cor- 
poration have increased. 

The cement, lumber and brick indus- 
tries have met with some difficulty in 
satisfying demand because of the large 
volume of building and construction 
under way throughout the country. 

In the past month there have been 
important decisions affecting the rail- 
roads. These are a horizontal cut of 
10 per cent in freight rates, a reduc- 
tion to 5% per cent of the “fair re- 
turn” basis for purposes of fixing \rates, 
and a series of wage reductions affect- 
ing 800,000 men. The effect of the cut 
in freight rates can not now be gauged, 
and the reduction in the “fair return” 
basis is not likely to have any imme- 
diate effect, but the action of the In- 
terstate Commerce Commission is re- 
garded in some quarters as indicating 
a continuation of its policy, which has 
militated against securing adequate 
capital. Wages constitute the most im- 
portant phase of the problem of rates. 
The reductions ordered by the United 
States Railroad Labor Board are esti- 
mated at $100,000,000 annually. 


Difficulties Met in Putting in 
New Track 


Last of the cable equipment in ‘the 
Twin Cities is being torn up with the 
relaying of the trolley rails on Selby 
Avenue in St. Paul. The street rail- 
way system in St. Paul was electrified 
before the cable equipment was _ uti- 
lized in Minneapolis and the rails and 
underground work long ago disap- 
peared, but in St. Paul the cable was 
utilized on Selby Avenue until the hill 
was tunneled some ‘time ago, giving 
better access to lower town. Work- 
men find the rails and channels were 
laid in imported cement, which is as 
hard as granite to break up. Because 
a diamond drill has to be utilized to 
break up the roadbed, and the steel 


channels for the cable have to be cut 
with oxyacetylene gas, the relaying of 
the road on Selby Avenue consumes 
more time than is usually required for 
similar work. 


Chambers of Commerce to 
Appoint Coal Committees 


Julius H. Barnes, president of. the 
Chamber of Commerce of the United 
States, has asked the members of that 
organization to help prevent a “run- 
away” coal market, by appointing fuel 
committees to make a survey of the 
local coal situation. ina letter urging 


such action, Mr. Barnes speaks of 
Secretary Hoover’s suggestion to the 
utilities, railroads and metallurgical 


industries that each appoint a buyer’s 
committee to secure and distribute 
such coal as is needed by these indus- 
tries, and he believes that for the same 
reason local communities can best act 
through their local chambers of com- 
merce. 


Cars Under Construction 
for Georgia Railway 
Twenty new trolley cars are now un- 
der construction at Paris, IIll., for the 
Georgia Railway & Power Company, 
and will be delivered in Atlanta by Oct. 
1, 1922, and immediately pressed into 


service, according to F. L. Butler, gen- 
eral operating manager of the com- 
pany. The cost of these cars is $13,- 
000 each and they have seating capacity 
for forty-eight passengers. 

Mr. Butler stated that during 1921 
the company added twenty-nine new — 
cars to its equipment and that during 
the next five years it plans to add 
twenty-five to thirty of the large type 
cars annually. The older cars are to 
be gradually retired. 

The present order is the last the 
company will place with outside con- 
cerns as hereafter the cars used in At- 
lanta will be constructed at the railway 
company’s own plant, operations to be 
resumed there in the early part of 
1923, Mr. Butler stated. This plant 
has been shut down since the war. 


New Rails Planned 


Seven miles of track on the com- 
bined Connecticut Valley, Northern 
Massachusetts and the Concord, May- 
nard & Hudson Street Railway systems, 
operating in Greenfield, Athol and May- 
nard, Mass., respectively, are to have 
new rails this season. Prominent 
among the renewals is a 14-mile 
stretch extending from the railway 
station northward in Deerfield Street, 
Greenfield. New track will be laid 
over the concrete bridge across Millers 
River in Athol when that structure is 
completed. Beginning June 17 cars 
were routed over a temporary bridge. 

These companies have gradually con- 
verted their cars into the one-man type 
until more than 90 per cent of the en- 
tire outfit is being operated on the one- 
man plan, with satisfactory results. 


ELECTRIC RAILWAY MATERIAL PRICES—JUNE 27, 1922 


Metals—New York 


Popes, electrolytic, cents perlb........... es : Z Z 
(eke Wir ielo(73 ef2: 9) | 0a rrr rr 
INiekelseentsiper Ibo iuc.. ss ce lee lec ee 36.00 
Jeeps | le) i rr cr re "8 625 
Tint PixalsqcenisiPerih.... 6.2.6 i csatescw oe 31.00 
Aluminum, 98 to 99 per cent, cents perlb.... 19.00 
Babbitt metal, warehouse, cents per lb.: 

TS FO OO. RE oy rr 21.00 

ComimerCiale Girne. se ee ce anes 11.00 


Bituminous Coal 
Smokeless mine run, f.o.b, vessel, Hampton 


PROB GR rec Hie. od vee ec evceseee 075 
Somerset mine run, Boston................ 3425 
Pittsburgh mine run, Pittsburgh........... oe 
Franklin, Ill., sereenings, Chicago.......... 


Central, Ill., sereenings, Chicago........... Saas 
Kansas Screenings, Kansas City........... 3.05 


Track Materials—Pittsburgh 


Standard Bessemer steel rails, gross ton... .. 4 
Standard open hearth rails, gross ton........ $40.00 
eee spikes, drive, Pittsburgh base, cents 


PR Heels: Sa fon. 3 tee Re .30 
Tie pee, (flat type), cents per lb........... 1.875 
le bars, cents perlb................... 2.40 
Ral bolts and nuts, Pittsburgh base, cents,lb. 3.625 
Seal PARA; COMMS PELUDS oo. ec se ve ole 1.675 
Ties, white oak, Chicago, 6 in. x 8 in. x 8 ft. 1.35 
ee tittsbureh 
Wire nails, cents per lb.. 2,25 
Sheet iron, (24 gage), cents per Ib.. 4,20 
Sheet iron, galvanized, (24 gage), cents per Ib 4.90 
Galvanized barbed wire, cents perlb........ 3.10 


Galvanized wire, ordinary, cents per lb..... . 2.75 


Waste—New York 


* Waste, wool, cents perlb.................. 13.00 


Waste, cotton, (1001b. bale), cents per lb.: 
Whi 


Paints, Putty and Glass—New York 
Linseed oil, (5 bbl. lots), cents per gal....... 
White lead, (100 Ib. keg), cents perlb....... 
Turpentine, (bbl. lots), cents per gal........ 1.48 
Car window glass, (single strength), first 


three brackets, A aualitys discount*..... 84%, 
Car window glass, (single strength), first 

three brackets, B quality, discount*..... 86% 
Car window glass, (double strength, all sizes, 

A quality); <discount®...... 22 J. Seeenes 85% 


Putty, 5 1b. tins, cents perlb......5.....04. 4.75 
*These prices are f.o.b. works, boxing 


charges extra. 
Wire—New York 


Copper wire base, cents perlb.............. 15.75 
Rubber-covered wire, cents perlb.......... 6.25 
Weatherproof wire base, cents perlb........ 15.50 
Paving Materials 
Paving stone, granite, 4 x 8 x 4, f.o.b. 
Chiéago,-dressed, per sq.yd.............. $3.20 
Common, persq.yd............-. 3.00 
ve a Blok paving 3}, 16 treatment, ae 
re ee a 
Bare brick, 33 x 84 x 4, N. Y. per 1,000 in : 
catload lots. :¥ is de «cece epee ee 49.50 
Crushed stone, #-in., carload lots, N. Y., 
Per CULV... 55 2s cope eee 1.75 
Cement, Chicago consumers net prices, with- 
OUt: bags. .ia<5 5:5 <Wdiiins.tfisrelotele le tals See 2.07 
Gravel, 2-in., cuzyd., Nu Y..+. sence 1.75 
Sand, cu.yd., NJY 52... aes ee cee 1.00 


Old Metals—New York 


Heavy copper, cents perlb..............-- 10.00 
Light copper, cents perlb.............+.-- 
Heavy brass, cents perlb..............++0+ 
Zine, old scrap, cents perlb............ 
Yellow brass, cents per Ib (heavy) 
Lead, heavy, cents per lb 
Steel car axles, Chicago, net ton. . 
Old car wheels, Chicago, gross ton...... ate 
Rails (short), Chicago, gross ton........... 
Rails (relaying), Chicago, gross ton......... 
Machine turnings, Chicago, gross ton.. 
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. Passenger Cars Ordered During First 
Part of 1922 — 


The Number of Passenger Cars Ordered by Electric Railways in the United 
States from Jan. 1 to June 15, 1922, Exceeds the Total Number 
Ordered During the Entire Year of 1921 


From the large number of orders for 
passenger cars which were being re- 
ported in our Rolling Stock columns, 
jt was evident some time ago that a 
large number of new cars were being 
purchased by electric: railways. To 
obtain definite information, the editors 
have asked the various carbuilders to 
furnish a list of car orders placed be- 
tween Jan. 1 and June 15, of this year. 
The accompanying table shows the re- 
sults of the information received from 
the carbuilders, together with infor- 
mation which we have previously pub- 
lished in our Rolling Stock columns. 
This method of obtaining information 
as to the cars ordered differs from that 


‘usually practiced by the Electric Rail- 
way Journal in its statistical issue 


published the first of each year, as in 
the statistical issue information is ob- 
tained direct from the various opera- 
ting companies and is supplemented 
and checked by’ information received 
from the manufacturers. In this case, 
no attempt has been made to solicit 
information from operating companies. 
Also, no orders have been tabulated for 
cars outside of the United States. Sev- 
eral orders have been reported for 
Mexico, South America, South Africa 
and Canada, which shows that there 
is considerable buying for export also. 

The total number of passenger cars 
ordered, as indicated by this infor- 


mation, is 1016. This exceeds the 
number purchased during 1921 by 122 
ears. In the information received, no 
attempt has been made to tabulate 
orders for work cars or miscellaneous 
equipment and the orders shown are 
for passenger cars only. The list cer- 
tainly looks good and it is evident from 
the large number of railways who are 
contemplating orders, that the buying 
from now on will be still more active. 
The recent stiffening of the steel mar- 
ket and the competition for skilled 
labor, which has set up, due to the 
buying activity in the steam carbuild- 
ing industry, may have an effect upon 
the price of -rolling stock for electric 
railways. It would therefore seem that 
the present is the best time to buy. 

A study of the accompanying table 
shows that orders for safety cars still 
constitute the large amount of the 
rolling stock and that the buying has 
been almost entirely for city and 
suburban _ service. Considering the 
classes of equipment ordered there 
were 443 safety cars, 107 special type 
of one-man cars, 404 other types of 
city cars, 12 interurban cars and 50 
elevated cars ordered. 

In the arrangement of the table, 
the various companies have been sepa- 
rated into districts, as has ‘been the 
standard practice of this paper in 
tabulating such information for several 


years past. As is to be expected, the 
districts north of the Ohio and east of 
the Mississippi River have purchased 
the greatest number of cars, this be- 
ing 324. The district west of the Mis- 
sissippi has purchased 271 cars, the 
New England district 246 and the dis- 
trict south of the Ohio and east of 
the Mississippi 175 cars. It is evident 
that the car orders are quite generally 
distributed over the United States, 
which is a further indication that im- 
proved conditions in the electric rail- 
way industry are quite universal. 


New Line for Miami, Oklahoma 


Miami, Okla., will have a new elec- 
tric line to Pawhuska in the near 
future. Miami has already raised her 
quota of $210,000 for the new line. 
The Chamber of Commerce of Miami is 
back of the new electric railway and 
will do all in its power to see the road 
completed. The Northeast Oklahoma 
Railroad will extend its line from 
Miami. This road has been for some 
years past a steam line, connecting 
Picher, Century, Cardin, with Miami 
en the south. Recently this road was 
electrified and was made an important 
unit in travel between Joplin, Mo., and 
Miami, Okla., connecting with the 
Southwest Missouri Railway at Picher. 
With the electric railway from Car- 
thage, Mo., to Miami, Okla., and with 
the completion of the line to Pawhuska 
there will be electric lines for a distance 
of more than 140 miles. The North- 
east Oklahoma Railroad has its main 
offices at Miami. H. B. Cobban is the 
general manager. 


PASSENGER CARS ORDERED JAN 


New England _ District 


Car 
No. Type Builder 
Connecticut: 
Connecticut Co........ 10 Safety Ww 
Connecticut Co........ 25 Safety (@) 
Maine: 
Androscoggin & Kenne- 

OO TRV ALINE acu bee tee 3 Poe 4 WwW 
Central Maine Pwr.Co. 3 T. Safety W 
Central Maine Pwr.Co. 1 Closed Motor W 
Central Maine Pwr.Co. 3 Safety Ww 
Massachusetts: 

Boston Elevated Ry.... 100 Closed Motor B 
Eastern Mass. St. Ry.... 25 D. T. Safety B 
New Hampshire: 

Nashua St. Ry......... 1 Safety Ww 
kKhode Island: 

United Electric Rys.... 25 Safety (@) 
United Electric Rys... 50 U.T. Safety oO 


Total for New eee 


Jand District... 246 - 


North of the Ohio and East of the 


Mississippi River 
: Car 
No. Type Builder 
Illinois: 
Ill. Traction System.... 95 D. E. Safety. A 
Indiana: 
Interstate Pub. Ser. is 5 D.T.OneMan C 
La Fayette St. Ry.. 15 D. E. Safety B 
New Jersey 
Atlantic oad Suburban. 6 D. E. Safety B 
New York: > : 
Binghamton Street Ry. 7 D. T. Motor C 
Poughkeepsie & Wap- 
pingers FallsRy..... 10 Safety oO 
Ohio: 
Dayton Street Ry...... 15 Safety Cc 
A. American Car Company 
B. The J. G. Brill Company 
C. Cineinnati Car Company 
K. The G. C. Kuhlman Car Company 


. 1 TO JUNE 15; 
N T Build 
O. pe uilder 
Pennsylvania Ohio i 

Power & Lt. Co...... 5) DE. Safety B 
Steubenville E. ‘Liver- : 

pool & Beaver seetiey, 

Trac. Co.. 25 D. BE. Safety B 
Western Ohio ‘Ry. Co.. 10 Interurban K 
Youngstown & 

Suburban Ry......... 2 Interurban K 
Pennsylvania: 

Conestoga Traction Co. 10 D. BE. Special 

. Safety B 
Erie & Suburban Ry.... 25 D. E. Safety B 
Eastern Pennsylv. Rys. 2 Semi-Cony. 

Motor B 

Frankford Elev. Ry.. 50 Elev. Motor B 
sac ae & Somerset 

eee. LitaWt. Motor K 

Pittsbure Rys.. eee = 40. . T: Motor Pe 


Total North of Ohio 
and Hast of Missis- 


South of the Ohio and East of the 
Mississippi River 


Car 

No. Type Builder 
Florida: 
Jacksonville Trac. Co... .20 Safety s 
Pensacola Electric Co... 8 D. E. Safety A 
Tampa Elec. Co....... 4 Special Safety A 
Tampa Elec. Co....... 20 Safety iS) 
Ceorgia: < 
Columbus Elec. Co..... 3 Safety 


4 s 
Georgia Ry. & Pwr.Co. 20 D. T. Motor Ms 


Georgia Ry. & Pwr.Co. 6 Paye : 
Savannah Elec. Co..... 30 Safety Ss 
Kentucky: 
Kentucky Traction & 

Terminal Co........ Con. Motor Cc 


Car Manufacturers 


McGuire Cummings Mfg. Company 
Osgood Bradley Car Company 
Pressed Steel Car Company 

St. Louis Car Company 


RIOR 


1922 
Car 
No. Type Builder 
Virginia: 
Virginia Ry. & Pwr.Co. 50 Safety B 


West Virginia: 
Tygarts Valley Traction 4 D. E. Safety B 


Total South of the 
Ohio and East of 


Mississippi....... 
West of the Mississippi River é 
Jar 
No. Type Builder 
California: 
Los Angeles Ry......... 25 D. T. Motor §S 
Pacific Elee; Ry!.....:. 50° D. T. C. EB. 
: Motor Ss 
San Diego Elec. Co..... 10 D. E. rarely A 
an Francisco 
Municipal. . peed 20 Con Ben Motor, «A 
Union Traction Co..... 4 D. E. Safety A 
Colorado: 
Western Lt. & Pwr. Co. 1 D. E. Motor A 
Towa: 
Des Moines City Ry... BASE O22 er nl OF M 
Sioux City Service Co... 5 §. E. Motor A 
Louisiana: 
hs Orleans Ry. & Lt. 
ee ott 75 Closed Motor B 
Sheacenict ‘Ry. ane 5 D. E. Safety A 
Mississippi: 
Delta Light & Traction 
(Olona Aya Ie Lie 1 D. E. Safety A 
Missourt: 
Kansas City Rys....... 20 D. T. Motor K 
Texas: 
Houston Elec. Co...... 25 D. E. Safety A 
Houston Elec.Co..... 10 Special Safety A 


Total West of Missis- 
sippi River. 271 


T. Perley A. Thomas Car Works 

W. Wason Manufacturing Company. 

C. E.—center entrance; D. E.—doub!e-end.; D,T.— 
double-truck 


VSUCUCUATAANAGCUtASSUGUESESUEEETHSCUOEUDSEUUGEEAUSUOUCUUOUESOUSCOSOGUNTSEGUNODIDSEDOBOBODODSRODTFEQRENA Cede 


Track and Roadway 


Southwestern Gas & Electric Com- 
pany, Texarkana, Ark., has started the 
work of raising and lowering its tracks 
on paved streets to conform to the es- 
tablished grades of the streets. 


Three Rivers (Que.) Traction Com- 
pany is contemplating extensions on 
Boulevard Normand, Bellefeuille and 
St. Phillippe Streets. They will cost in 
the neighborhood of $75,000. 

Boise (Idaho) Railroad and the Idaho 
Traction Company have entered into an 
arrangement for eliminating duplica- 
tion of service. The agreement takes 
into consideration the extension of the 
Eighth Street line from Front to Julia 
Davis Park. 

New York, N. Y.—Bids were received 
by the Transit Commission on June 9 
for the furnishing and installation of 
1,200 enameled direction signs to be 
placed in the MInterborough and 
Brooklyn Rapid Transit subways, and 
bids for the completion of built-in 
newsstands in stations on several of 
the new lines. The several bids upon 
both contracts have been referred to 
the commission’s engineers for report. 

Indiana Service Corporation, Fort 
Wayne, Ind., petitioned the board of 
public works of Fort Wayne for a 
double track franchise on Columbia 
Avenue to Kensington Boulevard to a 
width of 17 ft. 1 in. and the petition 
was granted by the board of works. 
The Western Construction Company 
was given the contract. The petition 
of the corporation for a franchise to 
extend the Columbia Avenue lines from 
Kensington to Anthony Boulevard was 
referred to the city attorney for an 
opinion. The board is favorable to the 
project, it is said. ' 

Dallas Southwestern Traction Com- 
pany, Dallas, Tex., has been granted an 
extension until Dec. 31, 1922, for build- 
ing the first 10 miles of the proposed 
interurban line from Dallas to Denton, 
Tex., a distance of 30 miles. The orig- 
inal franchise was granted the Dallas 
Southwestern Traction Company, 
headed by E. P. Turner as president, on 
Sept. 30, 1917, and since that time there 
have been numerous extensions. The 
company represented that the costs of 
grading for its line between Dallas and 
Irving, a distance of 10 miles, have 
been found prohibitive, exceeding by 
far original estimates. 

Dayton & Western Traction Com- 
pany, Dayton, Ohio, has been granted 
a fifty-year franchise in Montgomery 
County, Ohio. Resolutions to this effect 
were adopted by the county commis- 
sioners at a meeting held on June 19. 
The company’s first franchise, running 
for a period of twenty-five years, ex- 
pired March 11, 1922. Since that date, 
negotiations for the new franchise have 
been in progress. Application for a 
fifty-year franchise was first made by 
counsel for the company, but the county 
refused to grant the request until a 
clause was inserted in the franchise 
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whereby the franchise would be termi- 
nated automatically if the railway com- 
pany ceases to operate an electric rail- 
way service over the present right of 
way. 


Power Houses 
Shops and Buildings 


Water Plant Sold by Akron Company. 
—By a vote of more than four to one 
the electors of Kent, Ohio, at a special 
election recently approved a bond issue 
of $200,000 with which to purchase the 
property of the Kent Water Works, now 
owned by the Northern Ohio Traction 
& Light Company, Akron. The pur- 
chase price of the plant is $135,000. 
The additional sum of $65,000 will be 
used to build an addition to the plant. 


Suburban Railroad Terminal Plan 
Considered—The New York Transit 
Commission indicated on May 28 that 
it has had some informal discussions 
with the Westchester Rapid Transit 
Commissioners and with local railroad 
engineers in New York with reference 
to the possible utilization of the car- 
house block at Thirty-second and Thirty- 
third Streets and Fourth and Lexington 
Avenues as a great new central termi- 
nal, especially for the handling of West- 
chester and Long Island traffic. The 
three other corners of the great quad- 
rangle, namely, the Grand Central, 
Times Square and Pennsylvania termi- 
nal, are highly developed as traffic dis- 
tribution centers. The Grand Central 
and the Pennsylvania terminals have 
almost reached their track capacity for 
incoming trains, and further accom- 


modation of growing Westchester traffic 
is an immediate problem. It was at the 
request of the parties most directly in- 
terested in the future handling of this 
growing traffic that the Transit Com- 
mission has taken up the subject. 


Professional Note 


John F. Layng, of Hemphill & Wells, 
consulting engineers, New York, is the 
author of a pamphlet entitled “Our 
Job and the Basis of Its Enjoyment.” 
It relates to the hiring of men, the 
viewpoint of a new employee toward 
his job and of the old employee toward 
both his work and the new man, and 
finally the side of the employer. Each 
public utility executive is urged to 
make a self-analysis along the lines 
of a questionnaire given in the book 
in regard to his relation with em- 
ployees and the public. 


Trade Notes 


Walter S. Goll has been appointed 
manager of the Fort Wayne (Ind.) 
works of the General Electric Com- 
pany to succeed F. S. Hunting, recently 
resigned. 

Missouri Car Company, St. Louis, 
Mo., announces the removal of its 
offices from Central National Bank 
Building to Suite 310, Chemical Build- 
ing, St. Louis. : 
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H. Blanco Fombona of Guatemala 
City is now in the United States, 
where he intends to study trackless 
trolleys. Mr. Blanco Fombona has 
been granted a concession by the Guate- 
malan Government to operate in that 
country a trackless trolley service. His 
present address is Hotel Bristol, New 
York. 


Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa., an- 
nounces that it has received an order 
for motor car and substation equipment 
from the Chichibu Railways, which 
operate in the vicinity of Tokio, Japan. 
A large part ‘of the equipment on this 
order will be a duplicate of a similar 
order shipped from the Westinghouse 
Company’s plant and placed in opera- 
tion during the past year. 

General Electric Company Schenec- 
tady, N. Y., announces that Charles 
Neave has resigned as director and 
chairman of the board of the Interna- 
tional General Electric Company, and 
Gerard Swope, new president of the 
General Electric Company, has resigned 
as president of the International Gen- 
eral Electric. Anson W. Burchard, - 


vice-chairman of the board of the Gen- 
eral Electric Company, has been named 
chairman of the board and president of 
the International General Electric Com- 


pany. 


New Advertising Literature 


Century Wood Preserving Company, 
Pittsburgh, Pa., has recently issued 
Bulletin No. 21 decriptive of the proc- 
ess of adzing and boring cross ties. 


The Fulton Company, Knoxville, 
Tenn., has just issued catalog No. 100 
on Sylphon heating specialties, tem- 
perature and pressure controlling in- 
struments, valves, ete. 

MacGovern & Company, Inc., New 
York; N. Y., has issued catalog No. 51 
describing power machinery, which it 
has on hand ready for immediate ship- 
ment. The company buys and sells used 
machinery. + 

The J. G. Brill Company, Philadel- 
phia, Pa., has issued Bulletin No. 263, 
descriptive of the 79-E Truck. The 
booklet tells how the design of this 
truck meets all the requirements of the 
modern Birney safety car. 


Conveyors Corporation of America, 
Chicago, Ill., has issued a booklet en- 
titled “Cut Ash Handling Costs.” The 
booklet treats of the steam jet con- 
veyor method of ash handling and con- 
tains a description of the conveyor and 
its method of operation. 


Spencer Trask & Company, New 
York, N. Y., recently issued a circular 
describing a selected list of bonds of 
water power companies. As an ex- 
ample of the highest type of hydro-elec- 
tric investments, the bonds of the Shaw- 
inigan Water & Power Company are 
specified. Bonds of the Nevada-Cali- 
fornia Electric Corporation are recom- 
mended to investors who desire a higher 
return than 5 per cent. 


